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The Case for True Urbanism

Who needs new urbanism when cities have got something much better?

By Mark Hinshaw, AICP

Over the last 15 years, the growth and variety of new urbanist developments has been phenomenal.
Clearly, the notion of compact, walkable communities has found appeal with developers, policy makers,
and the general public.

We're now well beyond the experimental stage that produced high-profile, prototypical communities such
as Seaside and Celebration. New urbanism has become more mainstream, finding its way into the plans,
policies, and codes of many local governments.

Another phenomenon has been taking place, too. Although it has not had the benefit of a national
organization to sing its praises, it is a movement no less significant and perhaps one that holds even

more promise for the future
of cities. I call this movement “true urbanism.”

Louis Wirth's urbanism

i

In the late 1930s, University of Chicago sociologist Louis Wirth
described urbanism as a function of size, density, and heterogeneity.
He suggested that the number of people located within a given
geographic area — that is, its density — drives the choices found close
at hand. The hallmark of true urban places, Wirth said, is that they
reflect diversity: different ethnicities, races, cultures, age groups, and
income levels.

This kind of urbanism — one that is richer and more complex than
most new urbanist places — is increasingly found next to the
downtowns of major cities across North America. Certainly, older,
mature cities such as Boston, New York, and Chicago have had dense
urban neighborhoods surrounding their downtown cores for many
decades.

What is significant about the current trend is that it is being seen in
Western cities — those that grew with the automobile and suburban
expansion. These near-downtown neighborhoods meet Wirth's definition. They are large, often consuming
several dozen blocks. They are dense. With a housing range of between 80 and 300 units an acre, they
are much denser than new urbanist developments. And they are extraordinarily diverse. They revel in
their variety of people, lifestyles, cultures, arts, and commerce.

True urbanist communities are more than merely points on an oversimplified scheme such as the new
urbanist rural-to-urban "transect”; they embody a fundamentally different attitude toward living in urban
places.

These places appeal to people who like being around lots of other people, who enjoy sharing sidewalks
and streets, cafes and art galleries, shops and services. They see the virtue of collective spaces. In
contrast to xenophobic, gated suburban subdivisions, these urban neighborhoods reflect the

unpredictable, ever-changing nature of city living. People who choose to live there embrace diverse
people, cultures, and lifestyles, some of which are not always pleasant and photogenic.

A typical new urbanist community is unlikely to include, say, a shelter for battered women. Or housing
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that includes street-level market stalls where Hispanic families can operate small shops. Or a gay and
lesbian community center. Yet all of these elements of contemporary life can be found in places that
exhibit "true" urbanism.

When Pyatok Associates, the Oakland-based architectural firm, designs a housing development for a
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empty of the physical supports that encourage organic or spontaneous economic and social
arrangements.”

Genuinely urban places appeal to people who are not afraid to live in the 21st century — who choose
exuberant contemporary buildings over the superficial trappings of 19th century styles, which are the
architectural equivalent of comfort food. Truly urban people are not afraid of height. They don't go
berserk, break out petitions, and pack city council meetings to oppose anything taller than a few stories.

In places of true urbanism, tall structures are weicome, even celebrated. In these communities, larger
buildings allow for many amenities and services, as well as views of water, mountains, and skyline

Severall neighborhoods flanking downtown San Diego now have dozens of new high-rise buildings
containing thousands of dwelling units; they are rising out of an understory of oider, low-rise structures
and parking lots. The towers are architecturally bold and often unashamedly modem — no cloying

traditionalism here.

Close together

High density makes sense in these close-in neighborhoods. It takes lots of people living within a relatively
small area to support locally owned businesses. This should be obvious, but many people — even many

city governments — fail to grasp the principle.

Many citizens bemoan the disappearance of mom-and-pop stores, the neighborhood druggist, and the
local movie house — but they also lobby their city council to deny new development projects 'that smack
of the "d" word. In trying to be responsive, some planning agencies promote mixed use and street-level
retail — but at densities too low to create market demand for small businesses.

Lessons can be found in the true urbanist neighborhoods. In Seattle's Belitown, a relatively new, 36-block
neighborhood already teeming with 10,000 residents, the density is great enough to support se\;eral
specialty bakeries, scores of fine restaurants, drugstores, little markets, dozens of locally owned coffee
shops, dry cleaners, unique clothing stores, and many businesses offering personal services.

Portiand's Pearl District — carved out of former railroad land — has enough residents to support a Whole
Foods supermarket. Folks in the neighborhood can shop on their walk home from work in the downtown

core a few blocks away.

Living without a car

No one worries about bus schedules in Belltown. Buses travel along most neighborhood streets every five
to 10 minutes — not just at peak hours, but throughout the day. The buses are free, part of downtown-
wide service that encourages transit use by employees and shoppers. In Portland’s Pearl District, sleek
European-style streetcars quietly glide down the center of the neighborhood, connecting it to dowantow;L

These places let people make smart choices. Rising gas prices and shrinking petroleum supplies suggest
that we should begin looking for ways to live closer to work. Many people realize, too, that they
eventually will be too old to drive. Rather than being stuck out in some isolated retirement community
these people prefer to live in real neighborhoods, with lots of choices within walking distance, '

Several years ago, a Ralph's supermarket was built on the edge of downtown San Diego to serve the
growing number of residents in the adjacent Marina neighborhood, packed with new high-rise towers. A
new Albertson's market will anchor a mixed-use development in the city's rapidly emerging East Villa.ge
neighborhood, just east of the historic Gaslamp Quarter.
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Living in these dgnse nejghborhoods makes a lot of car trips completely unnecessary. Most goods and
services are available within a.10- to 15-minute walk. Some people are forgoing cars altogether, choosing
to spend the $8,000 per year it takes to own, operate, insure, and park a car on a larger or mor:e

commodious place to live.

Even those who occasionally need to drive don't necessarily need to own a car. In Seattle, the "Flexcar” ,
system works like a timeshare condominium. One buys a certain number of hours per week. The cars are’ ggggﬁ
stationed in convenient locations and are always clean and well maintained.

Uses of disorder

Many new urba.nist communities are the product of a single developer and a handful of architects. Most
are developed in phases. They are certainly pleasant, with a somewhat bland photogenic quality.

Not so with places exhibiting true urbanism. They are constantly evolving, infilling, and redevelopin

They reflect Richard _Sennett's notion of the "uses of disorder.” They have a gritty urbanity that valuge:s
variety over uniformity. Rarely are they subject to a highly prescriptive set of design standards; rather,
they revel in the idea that everything need not fit an ideal. They may be subject to design guid'el'mes .I-,d
a design review process, but those measures encourage creativity over conformity. 2

Areas of true urt_>an_ism ‘host waves of different people, businesses, and buildings. Their character cannot
be captured easily in stllll photographs. Jason Luker of the San Diego Centre City Development
Corporation says that his agency's illustrated bulletin can't keep up with the changes in the city's close-in

neighborhoods.

These places embrace tfiifferent social needs. They differ from earlier examples of rapidly transformed
urban neighborhoods, like New York City's SoHo, where gentrification pushed out the people who initiail
pioneered living there. In San Diego, an aggressive program of building attractive single-room-occu any
housing has ensured that many low-income individuals can continue to be a part of the downtown pancy
community. In Seattle, numerous nonprofits, aided by tax credits, state housing funds, and a taxpayer-
approved low-income housing levy, have built or renovated thousands of units. ' pay

True grbapism is not. the product of a singular vision. It emerges from the collective decisions of many
organizations, associations, corporations, and government bodies. It values democracy — however
messy, unpredictable, and uneven the results may be.

Attracting the creative class

Richard Florida, author of The Creative Class, says that certain cities, and certain neighborhoods within
the-m, Fend to attract people who are extraordinarily creative in their professional lives. These are people
active in the arts, technology, research, and communications — activities that drive major sectors of our

culture and economy.

Such pepple find dgnser., more diverse places appealing because those places tolerate different ideas

expressions, pehavnor, I_lfestyles, and sexual preferences. They offer a milieu of energy and '
entrepreneurialism. While creative people are fiercely independent, they value the collective social life
offered by busy streets, cafes, and public spaces.

It is hard to imagine many people of the creative class choosing a new urbanist community. These
developments are noF dense or diverse enough to support the kind of broadly creative culture found in
Belltown, the Peari District, and the East Village.

Many of Fhese qfense, close-in neighborhoods are attracting creative people from other countries. Some
bring their f.amnlles - unpound by the American notion that families require single-family houses. They
know that kids can be raised perfectly well in the middie of the city.

All a'r.ound. the cgntral core of Vancouver, British Columbia, are dense, high-rise neighborhoods containing
families with children. Through its policies and its investments, the city makes sure that these
neighborhoods have schools, parks, and community centers. American cities used to do the same thing
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But in the last several decades, investments of this nature have tended to benefit outlying neighborhoods,
not close-in ones.

If true urbanism were being seen in just a few, high-profile, "hip” coastal cities, it might be dismissed as
limited and short-lived. But such neighborhoods are cropping up in Denver, with its "Golden Triangle,"
Oakland, Long Beach, and Tacoma. Even heartland cities like St. Paul, Kansas City, and Dallas are seeing

aspects of this trend.

So are older suburbs that are now becoming cities in their own right. Bellevue, Washington, and Walnut
Creek and Pasadena, California, are seeing thousands of units of dense, mid-rise housing being built next
to the commercial cores — something that was unthinkable 10 or 15 years ago.

Investments, interventions

This fast movement towards truly urban living isn't entirely
spontaneous. The public sector has been heavily involved.

San Diego's redevelopment agency has been very aggressive in
acquiring and assembling land, and tax increment funds have been
used to improve infrastructure and to finance affordable units.
According to Michael Stepner, FAICP, formerly San Diego's city
architect, the city's involvement has prevented gentrification and
ensures that the new neighborhoods contain a wide range of
residents.

Stepner also notes the important role of government in priming the pump. "By having the city stimulate
initial housing developments,” he says, "the entire image of downtown San Diego was altered. People
began to perceive it as a viable place to live."

A few years ago, Portiand’s TriMet (the metropolitan government) built a new streetcar line to serve the
burgeoning neighborhoods northwest of the downtown core. The sleek new trams loop around the dense
residential and mixed-use developments in the Pear! District. In San Diego, bright red trolleys have a
number of stops serving the new urban neighborhoods that surround the downtown core.

Sometimes change can be fueled by new regulations that open up opportunities for private investment.
The city of Seattle rezoned the northern part of its downtown in the 1980s to limit the amount of
commercial development but vastly increase housing. This move was coupled with a change in the
building code that allowed a form of mid-rise, light-frame construction considerably less costly than steel
or poured-in-place concrete. Since then, many thousands of units have been constructed in the Belltown

neighborhood.

The Portland Development Commission has sponsored numerous high-quality projects throughout the
downtown and has invested in parks and streetscape improvements. The recently opened Jamison
Square, with a water fountain that children love, forms a sort of village green in the center of the Pearl

District.

Places that exhibit the qualities of "true urbanism” — density, diversity, energy, and sociability — offer
enormous promise for American cities. No longer are downtowns only places of commerce and cuiture,
spectator sports, and entertainment. They are now becoming terrific places to live.

Mark Hinshaw, FAICP, is the urban design director of LMN Architects in Seattle and a frequent contributor
to Planning. Nathalie Schmidt of LMN Architects helped to research this article.

Images: Top — A water feature in the Pear! District of Portland, Oregon. Bottom — New towers going up
near downtown San Diego. Photos by Mark Hinshaw.
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PURPOSE AND BACKGROUND

A community is characterized by its attitude toward pedestrians. To many, the term "pedestrian-
friendly" suggests neighborliness, a variety of transportation options, and certain levels of
convenience, comfort and safety. In other words, the community's accommodation of pedestrians is
a reflection of its quality of life. Even with the best of attractions to offer its citizens, a community is
incomplete unless one can walk to those attractions.

Nearly everyone is a pedestrian. Even for automobile and transit users, walking is a part of travel to
the workplace and the market. For some, walking is a legitimate option for the entire commuting or
shopping trip. Above the subsistence level, the purposes of walking can include attending
community and social functions, visiting neighbors, and simple leisure-time pleasure. In a well-
balanced community, the pursuit of these endeavors is not constrained by a lack of safe pedestrian
facilities, or limited to those having access to the automobile. The lack of such constraints
maximizes freedom of action for groups such as children, the elderly, those with disabilities, and

transit users.

Walking is not just a means of travel between an origin and a destination, but it is also healthy
exercise, along with related activities like jogging. Health issues will become more significant as the
general population ages, and walking has been identified as being beneficial to the maintenance of
health and in the prevention and treatment of certain illnesses. From a health standpoint alone,
public support for pedestrian facilities can and should be encouraged.

It cannot be said that Rockville has always been pedestrian-friendly. The City's formative years in
the 1950's and 60's were spent as an automobile-oriented commuter suburb. Consistent with that
nsuburban” background, the attention given in those decades to pedestrian mobility was slight. With
the 1970's, two energy crises and a new environmental sensitivity began to change the picture. The
City's mix of employment and residents became more balanced, and the City began to focus on
transportation alternatives other than the automobile. The City has since developed a greater
awareness of the need to provide for pedestrian mobility--new laws have been enacted, new
standards have been set, and millions of dollars have been spent in expanding, improving, and
maintaining pedestrian facilities. Newer developments, such as King Farm and Fallsgrove have been
designed with special consideration to pedestrians.

The physical and policy barriers created in earlier years, however, have slowed progress and/or led
to the use of compromise solutions. There has been a coincident lack of cohesion in the City’s
overall efforts, primarily because pedestrian considerations have so often been handled as an adjunct
to some "greater” effort. Pedestrian planning and design need to be regarded more comprehensively,
and their intentions accorded greater weight in the choice among competing public objectives. The
Mayor and Council have recognized these needs and have directed that they be addressed through
the development of a unified pedestrian policy.

SCOPE

The "unified" policy proposed herein is composed of a series of individual policy statements.
Intended to be a "living" document, it numbers 86 statements in its original form but is subject to

Page 1 of 17Pedestrian Policies
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change as policies are formulated, amended, or deleted. The policy statements are written
mainly from the viewpoint of what the citizen can expect from the City. Each policy statement
has been assigned to one of eight topical areas, with each topic introduced by a brief section of
background commentary. Most of the material contained herein is not new; rather it is largely a

codification of existing policies.

One of the chief criteria in the development of these policies is consistency with established City
goals. These goals have been derived from two sources, the 1989 "Goals...Rockville" Report, and
the 1993 Approved Master Plan. Appendix 1 lists the applicable goals contained in those
documents, which form much of the basis for the policies developed here. Sources of more specific
policies include legal documents such as the Rockville City Code and Maryland Vehicle Law.

Much material has also been derived from earlier summary papers, such as the Department of Public

Works 1990 "Summary of Pedestrian Programs".

DEFINITIONS

In this document, the words "shall," "should,” and "may" imply a specific level of application for
individual policies. These words are defined as follows:

SHALL - A mandatory condition. Policies so described are required to be carried out on an ongoing
basis or brought to completion as soon as possible.

SHOULD - An advisory condition, typically in the pursuit of longer term goals and frequently in
recognition of restraints or other public objectives.

MAY - A permissive condition typically associated with applications that are desirable or useful in
certain situations.

Wherever the word "walk" is used as a verb in this document, it is intended to refer to the movement
of all those who use pedestrian facilities.

1. SIDEWALKS

Sidewalks parallel to public streets are central to any system of urban pedestrian access. As of
June 30, 2003, the City maintains 231.85 miles of sidewalks adjoining 162.92 miles of public

streets, including State highways.

The City's Subdivision Regulations (Chapter 25, Rockville City Code) and Street Construction
Standards (Chapter 21, Rockville City Code) provide the legal basis for Rockville's sidewalk
system. These laws require that sidewalks be constructed on both sides of the street in most new
subdivisions; in Planned Residential Unit (PRU) developments, specific requirements for
sidewalks are prescribed by the Mayor and Council. The City also installs sidewalks on its own
roadway projects. On arterial streets like Wootton Parkway, practice has been to provide an
extra-wide sidewalk/bike path combination on at least one side of the street.

Page 2 of 17Pedestrian Policies
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In general, the State Highway Administration (SHA) does not provide for sidewalks, so
installation adjacent to State highways in Rockville is almost always the responsibility of the
City. Since the mid-1980's, the SHA has been installing some sidewalks in conjunction with new
roadway construction, but, similar to other sidewalks along State highways, maintenance remains

a City responsibility.

Some streets in Rockville remain without sidewalks, particularly in older neighborhoods.
Construction in these areas is made more difficult by such factors as insufficient right-of-way,
poorly defined road edge, adverse grading, or private landscaping within the right-of-way.
Projects can also be hampered by a lack of support from owners of properties directly adjacent to
the proposed sidewalk. Without even considering funding, the goal of "a sidewalk on every
street" (see Appendix 1) is expected to be elusive.

As important as the expansion of the sidewalk system is the quality of maintenance for existing
sidewalks. Repair or replacement of sidewalks is accomplished both by City forces and by
private enterprise under annual City contract. Over the last several years, the City has committed
approximately $400,000 annually to sidewalk repair.

A Sidewalk Construction = General

. Along major and arterial streets, sidewalks should be provided on both sides of the
street within residential and business areas, and on one side of the street in all other
areas.

. Sidewalks should be provided on both sides of business streets, and on at least one

side of industrial streets.

. In residential areas, sidewalks should be provided on both sides of primary streets,
and on at least one side of secondary streets. Around schools, secondary streets
should be provided with sidewalks on both sides.

= For all street classifications, sidewalks should be placed on both sides of the street on
routes served by local mass transit.

. All sidewalks shall be at least 4 feet in width, and constructed from hard-surface
materials such as concrete, asphalt, or brick. A4n eight (8) foot width is preferred
wherever feasible. Concrete is to be preferred in residential and business areas
generally, with brick being reserved for use in areas of institutional or historical
significance. Asphalt should be limited to use in combined pedestrian/bicycle
facilities and for sidewalks of a temporary nature. Asphalt may also be used in place
of concrete for pedestrian pathways not adjacent to public streets (see Section 2,
Exclusive Pedestrian Facilities).

. Sidewalks should be separated from the adjacent roadway by a buffer strip at least
three (3) feet wide. This is especially important along high-speed, high-volume
streets on which vehicle travel occurs adjacent to the curb. Separation can take the

Page 3 of 17Pedestrian Policies
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form of a grass strip, a protective berm, or a wider sidewalk section that effectively
provides a buffer while also supporting traffic control devices, street lighting, and
landscaping. Every feasible effort shall be made to ensure that the buffer strip design
is sufficient to prevent snow plowed from the street from being placed on the
sidewalk.

In both new and existing developments, raised pedestrian refuge areas may be
provided at intersections and other street crossing points. These refuges can take the
form of islands or peninsular curb extensions ("chokers"). In coordination with
sidewalks, chokers are to be particularly encouraged at intersections where both
vehicle and pedestrian movements are heavy and where on-street parking may be
desirable. Such refuges shall be considered in accordance with supplemental
warrants to be adopted by the City. Island refuges are especially encouraged in the
vicinity of bus stops.

B New Development and Road Construction

In new subdivisions, sidewalks shall be constructed on both sides of each street.

In PRU developments, sidewalks should be constructed on both sides of each street,
with specific requirements for sidewalks and other walkways to be determined by the

Mayor and Council.

In the Town Center, sidewalks shall be provided on both sides of each street, and
shall be constructed in compliance with the design criteria contained in the Town
Center Urban Design Plan.

In conjunction with new roadway construction or major reconstruction, the City
should construct sidewalks on both sides of the street within residential areas,
business areas, and along routes served by local mass transit. In all other areas,
sidewalks should be constructed on at least one side of the street.

Parallel to arterial streets, the City may provide a wider hard-surface pathway to
accommodate bicycles as well as pedestrians. The width of such facilities shall be at

least eight (8) feet, and preferably ten (10) feet.

In reviewing plans for construction or reconstruction of State highways, the City
should encourage the construction and/or improvement of sidewalks and other
pedestrian amenities by the State, consistent with these policies.

The appropriate standards of the Rockville Pike Plan and the Town Center Urban
Design Plan shall be followed in the sizing and buffering of sidewalks. Protective
berms are to be especially encouraged as sidewalk buffers along Rockville Pike and
Hungerford Drive, Rockville's busiest and most hazardous streets.

C Existing Streets and Establishing Connectivity between Separated Neighbarhoods

Page 4 of 17Pedestrian Policies
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. The City shall actively pursue the installation of sidewalks along existing streets
without sidewalks. Highest priority for construction of new sidewalks along existing
streets should be given to closing gaps in otherwise continuous sidewalks and to
providing access to schools and other public facilities.

] Secondary priority should be assigned to requests for block-length sections of
residential sidewalks that may be requested by petition of abutting property owners.

. The SHA should be encouraged to increase its participation in the funding and
construction of sidewalks within the City. In the absence of State participation, the
City shall construct (or have developers construct) and maintain sidewalks along

State highways.

. New sidewalks on existing streets may be constructed at public expense on the
basis of established priorities and available funding. Private funding
opportunities should also be sought, especially for locations adjacent to
undeveloped properties, for special-purpose projects, and to accelerate projects
with low public priority. Adjacent property owners should be assessed for their
specific design requests that exceed normal sidewalk standards.

. The City shall identify impediments, obstacles, and unsafe conditions that impede
connectivity between neighborhoods, activity centers, and transportation facilities
and shall consider appropriate improvements to sidewalks, lighting, signage,
crosswalks, and other systems that enhance pedestrian mobility and safety. The
City shall work with other governments and jurisdictions to improve pedestrian
connectivity from Rockville to adjacent areas, especially as a part of overall
traffic mitigation efforts and in conjunction with developments in Transit-
Oriented Areas (TOAs). TOAs are areas where viable non-auto options exist and
include areas within 7/10™ of a mile accessible walking distance from existing
and programmed Metro stations and fixed-guideway transit stations on dedicated
transit rights-of-way; may also include major access routes to these areas

. Rengir. and Mai

. Reconstruction and repair of all public sidewalks shall be accomplished at the City's
expense, with the exception of the few segments of sidewalk owned and maintained
by the SHA. The cycle of reconstruction and the need for repairs shall be determined
by the Department of Public Works.

. The City shall identify and take action to relocate or remove obstructions to sidewalk
accessibility, including but not limited to utility poles, fire hydrants, newspaper
vending machines, mailboxes, and overhanging tree branches. Standards for
accessibility shall be in accordance with the Americans with Disabilities Act (ADA).

. Owners of abutting properties shall be responsible for snow removal, grass strip
cutting, weed control and other sidewalk maintenance of a less capital-intensive
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nature. For "reverse frontage" situations, where the sidewalk is generally
inaccessible from the adjacent property, the City may provide maintenance when and
where resources permit. All sidewalks fronting City owned properties shall be
maintained by the City.

2. EXCLUSIVE PEDESTRIAN FACILITIES

"Exclusive pedestrian facilities” refer to all public pedestrian pathways other than sidewalks.
Examples include public pathways within exclusive rights-of-way or easements, vehicle-free
pedestrian zones, and pedestrian grade separations. The category could also be extended to
include pathways through parks or other public properties that serve as through pedestrian routes,
as well as pathways through common property of PRU's that effectively serve non-resident
pedestrians. All of these are part of the non-recreational network of routes available to the

walking public.

In the design of subdivisions, PRU developments, and major commercial
developments, public easements and pathways should be encouraged through and
between properties to shorten walking paths for pedestrians generated within the site,
as well as for those desiring to pass through the site. The need to provide more
convenient pedestrian access should be balanced against the occasional "nuisance
value" of these pathways to the particular site.

Pathways through exclusive easements and rights-of-way shall be hard-surfaced,
paved in either concrete or asphalt. The latter material is preferred if joint use with
bicycle traffic is intended. Brick or other hard-surface treatment may be used to
maintain aesthetic compatibility with the developed site.

Where exclusive pedestrian facilities traverse private property, the owners should be
encouraged to provide amenities such as lighting and landscaping that enhance the
safety, utility, and attractiveness of these walkways.

Further opportunities to provide vehicle-free zones should be explored, particularly
within the Town Center.

Further opportunities to provide bridges and underpasses for pedestrians should be
explored and should be identified both in the Master Plan and in major development
proposals.

Within the Town Center, design and operational features favoring safe and
convenient pedestrian travel at street level shall be encouraged. Complementary
grade-separated facilities, however, should be considered to eliminate conflicts for
pedestrians crossing major roadways such as Hungerford Drive (MD Route 355) and
Middle Lane.

Walking surfaces of pedestrian grade separations should be slip-resistant, and should
continue to exhibit adequate friction characteristics when wet.

Page 6 of 17Pedestrian Policies
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3. ACCESSIBILITY

A long-standing City objective has been to make all street crossings accessible to those with
disabilities. This is accomplished by providing curb ramps at street corners and other designated
crossing points. A secondary rationale for providing curb ramps is improving accessibility and
safety for those walking with carts, baby strollers and the like.

The Americans with Disabilities Act (ADA) has provided an additional impetus for improving
accessibility. Not only does the ADA give deadlines for the completion of the City's curb ramp
program requirements but also suggests new areas of improved disabled accessibility, such as at
bus stops and provision for barrier-free driveway apron designs.

Curb ramps meeting ADA requirements (specifically, the Uniform Federal
Accessibility Standards (UFAS)) shall be constructed to provide access to every
legally defined crosswalk, both marked and unmarked.

Curb ramps shall be installed in conjunction with sidewalk construction in all new
land developments and public roadway projects.

City standards for bus stop pads and barrier-free driveway aprons shall be developed,
employed, and updated periodically to meet the most recent ADA requirements.

The City should construct wheelchair-accessible pads at bus stops, eliminate barriers
at driveways, and replace older curb ramps not meeting UFAS standards. Where
justified and feasible, curb ramps of an enhanced design conforming to the
Americans with Disabilities Act Accessibility Guidelines (ADAAG) should be
installed.

Highest priority in City programs for curb ramps (both standard and enhanced), bus
stop pads, and level driveway aprons should be given to specific requests from the
disabled community.

Traffic signal pushbuttons and pedestrian informational signs shall be placed to be
readily accessible to the disabled. Where appropriate, audible pedestrian signals are
encouraged.

4. DEVELOPMENT DESIGN

While pedestrian circulation has usually been considered in the internal planning of residential
neighborhoods and business areas like the Town Center, there has been a tendency to view the
pedestrian aspects of new developments in isolation. In automobile-oriented commercial areas
like research parks, pedestrian considerations have been neglected more often than not. Asa
result, a large number of discontinuities have developed in the City's pedestrian network. New
development of all kinds should be viewed as an opportunity to enhance the extent and continuity
of the City's pedestrian facilities. New buildings and redevelopment should be pedestrian
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oriented.

»  Inconsidering new commercial development or redevelopment, the City shall
require that sidewalks be constructed parallel to all streets in accordance with (as
applicable) the Rockville City Code, the Town Center Urban Design Plan, the
Rockville Pike Plan, and these pedestrian policies.

" Proprietors should be encouraged to provide facilities that enhance pedestrian
circulation and accessibility on previously developed sites. In reviewing on-site
projects intended exclusively to fulfill these objectives, the City should not attempt to
impose unrelated development requirements. The City's encouragement of such on-
site improvements should be well publicized in the business community.

. All commercial buildings, as well as public facilities not located directly on streets,
shall be linked to the public sidewalk network with conveniently placed and
reasonably direct exclusive walkway facilities. Pedestrians shall not be required to
walk within driveways or parking aisles to reach external streets and sidewalks.

" Connecting walkways and easements between adjacent commercial properties are
encouraged and should be provided.

] For large office and retail developments located adjacent to major streets (or other
potential impediments to pedestrian movement), opportunities to provide grade-
separated pedestrian facilities should be explored and, if possible, implemented.
Such opportunities need not be specifically identified in the Master Plan.

. Pedestrian access within all development sites and to all buildings shall comply with
ADA requirements.
. The need to assure acceptable pedestrian crossing times at key intersections shall be

considered in traffic impact studies for new developments.
. For major developments, pedestrian demands may be quantitatively modeled to help

determine the optimal location and size of pedestrian facilities. Such analyses would
examine the mutual impact between pedestrian and vehicular flows.

5. CROSSWALKS

Maryland Law defines a crosswalk as any marked crossing or that part of a roadway intersection
that is the prolongation or connection of sidewalks, whether marked or unmarked. Under this
definition, a great majority of the City's crosswalks are unmarked. While marking all crosswalks
is both unnecessary and cost-prohibitive, there should be a consistent method of determining
crosswalks to be marked and available resources to install and maintain them.

. Crosswalks shall be marked within school zones, at all signalized intersections,
adjacent to Metro stations, and at all locations with at least a moderate concentration
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of pedestrian activity, especially in commercial areas.

A marked crosswalk shall be designated by the presence of two parallel white lines at
least 6" wide, spaced at least 6' apart.

The standard width of marked crosswalks shall be 8' in residential areas and 10" in
business areas. Crosswalks of 6' width should only be used where restrained by
geometrics. Crosswalks greater than 10" wide can and should be used at locations

where pedestrian demand is heavy.

Away from intersections, "mid-block" crosswalks should only be designated at
Jocations where justified by pedestrian demand and where the safety of the crosswalk

Jocation can be reasonably verified by the City.

Mid-block crosswalks or those at unexpected locations should be illuminated to a
level exceeding City standards for the appropriate street class.

All crosswalks, especially those unprotected by signal or STOP sign control, should
be monitored for sight distance obstructions. If identified, such obstructions should

be removed.

In accordance with Maryland Law, marked crosswalks shall also be hatched with
diagonal or Jongitudinal (to the street) stripes at the following locations:

- Streets where the speed limit is greater than 35 mph.

- Within school zones.

- Mid-block locations.

- Where the presence of a crosswalk may be otherwise unexpected.

Hatching can and should be used at any other location where special emphasis on the
location of the crosswalk 1s needed.

For higher classifications of streets with heavier traffic, highly durable cold plastic or
thermoplastic materials should be used to insure the sustained visibility and long
service life of crosswalk markings.

In the acquisition of durable crosswalk materials, the City should seek out and
specify materials that minimize polishing and the slippery surface that can result.
This consideration is especially important for hatched crosswalks.

Crosswalks shall be marked with paddle signs in accordance with supplemental
warrants to be adopted by the City.

6. TRAFEIC SIGNALS AND SIGNS

City owned-traffic signals will have been equipped with an appropriate complement of
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pedestrian signals, completing an effort that began in 1980.

While the City has consistently followed the policies stated below, DOT observes some different
policies regarding the timing of traffic signals. These differences reflect the independent
philosophies of the City and DOT in traffic signal operations.

Pedestrian signals shall be installed and maintained at all signalized crosswalks a.)
that cross the "main street" signal movement, and b.) where pedestrian movements
potentially conflict with an exclusive (green arrow) turning movement.

At individual locations, pedestrian signals may also be desirable for crossing "side"
streets, where there is no conflict with exclusive turn movements.

All pedestrian signals shall be of an oversized (15") single-section design. Existing
signals of twelve (12") two-section design may continue in use until the end of their
useful service lives.

Pedestrian signals shall be designed and maintained to be free from obstructions.

The City should adopt and employ special warrants, supplementary to the Manual on
Uniform Traffic Control Devices (MUTCD), for traffic signal justification based on
pedestrian usage. Special weighting should be assigned to the elderly, the disabled,
and schoolchildren.

At signalized intersections, the City should seek opportunities to employ exclusive
pedestrian intervals during which conflicting movements are stopped, consistent with
sound congestion management practice, signal coordination requirements, and
intersection capacity restraints. Exclusive pedestrian intervals may be applied to
single crosswalk movements only, or, to the entire intersection (the so-called "Barnes

Dance").

The standard walking speed used to determine the flashing DON’T WALK interval
for pedestrian signals shall be 3.5 feet per second. Speeds as low as 2.5 feet per
second should be employed at signals where a large number of elderly and/or
disabled concentrate or where otherwise identified in supplemental warrants.

For pedestrian convenience and safety, signal cycle lengths should be kept as short as
practicable. In no case should cycle lengths of greater than 120 seconds be

employed.

Pedestrian timing at intersections shall be considered in the computation of
volume/capacity ratios used in developmental traffic impact studies.

At locations where conflicts between pedestrians and turning traffic on a shared
green signal are common, a sign directing motorists to "YIELD TO PEDESTRIANS

WHEN TURNING" may be employed. For left turn control, this sign would replace
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the overhead "LEFT TURN YIELD ON GREEN (BALL)" sign customarily used at
many intersections. Choice of sign should be based on the apparent greater conflict:
turning vehicles versus pedestrians, or, turning vehicles versus opposing traffic.

At locations where conflicts between pedestrians and right turns on red signal are
common, right turns on red should be prohibited using the MUTCD standard NO
TURN ON RED sign. For ease of comprehension, time-of-day NO TURN ON
RED restrictions are generally discouraged, but can be used with productive
effect at locations where pedestrian demand is intermittent.

Where employed, traffic signal pushbuttons shall be conspicuously located and
readily accessible to all pedestrians, including the disabled. Pushbuttons should
be designed with minimum resistance to activation, and a detent to provide the
positive "feel" that the signal has been called.

At locations with consistently heavy pedestrian demand, automatic activation
("recall”) of pedestrian signals should be employed, thereby eliminating the need for
pushbuttons.

At every traffic signal, with or without pushbuttons, educational signs demonstrating
the proper use of pedestrian signals shall be installed and maintained.

School crossing signs complying with the MUTCD shall be posted at every marked
crosswalk in a school zone not otherwise controlled by a traffic signal or STOP sign.

Pedestrian Crossing signs complying with the MUTCD shall be posted at all-mid-
block and otherwise unexpected crosswalk locations not within school zones and not
otherwise controlled by a traffic signal or a STOP sign.

At locations where safety experience or field observation indicate, School Crossing
and Pedestrian Crossing signs may be accompanied by a special YIELD TO
PEDESTRIANS IN CROSSWALK sign.

On streets where pedestrian demand is high but crossing activity is not or cannot be
concentrated (apartment complexes, office parks), a special Pedestrian Area warning
sign similar to the standard MUTCD Pedestrian Crossing sign may be employed.

The City shall maintain a list of innovative pedestrian safety traffic signals and signs
and shall consider implementing them where appropriate.

7 ENFOQRCEMENT AND SECURITY

Enforcement of laws, for both traffic control and public security, are an important component in
sustaining safe and efficient pedestrian activity. The law also provides the means to insure that
property owners keep sidewalks free from hazard and obstruction.
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As needed, new legislation can and should be considered to further protect pedestrian interests
and to remedy problems that might be identified.

. Police agencies shall actively enforce laws that encourage the safety of pedestrians.
Conflicts instigated by motorists should be vigorously addressed in accordance with
Maryland and City laws. Among the most common of these conflicts are:

o Violation of the pedestrian's right-of-way on the "common green" at traffic
signals by motorists turning left or right.

© Failure to yield to the pedestrian's generally absolute right-of-way at
unsignalized crosswalks.

© Failure of motorists to stop before turning right on red, and failure to detect
conflicting pedestrians, especially those approaching from the motorist's

right.
o Violation of red signals.
o Blockage of sidewalks by parked vehicles.
. The Police shall also focus efforts on safety violations by pedestrians, such as

proceeding against DON’T WALK signals, and discourage practices such as
walking/running in the street where an adjacent sidewalk is readily available.

. Unsafe pedestrian-based advertising and soliciting on public streets and sidewalks
shall be discouraged.

. Bicycle and scooter patrols should be applied to the enforcement of traffic laws
affecting pedestrians.

. Uniformed crossing guards should continue to provide directed traffic movement

around schools during key hours.

. Police traffic control of intersections may be exercised during periods of high
pedestrian movement in business areas, during special events, and in the event of
the planned or unplanned shutdown of traffic signals. As an option, traffic may
be directed by trained and uniformed (or similarly designated) civilians, under
Police supervision. For planned non-public events, the City shall establish and
charge a fee to provide traffic control either by swom officers or designated
civilians.

. The personal security of pedestrians, both day and night, should be a high Police
priority. Stress should be placed on enclosed facilities and on sidewalks where street
furniture or adjacent buildings may provide easy concealment. To further enhance
pedestrian security, Neighborhood Watch and Business Watch programs should be
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publicized and encouraged.

City Police shall review all development and major construction plans to help assure
that pedestrian security is maximized.

In the interest of providing a safe walking environment at night, lighting shall be
provided on all sidewalks consistent with respective City standards for each
classification of street. Non-sidewalk pedestrian facilities such as grade separations
and subdivision pathways should also be illuminated to a reasonable standard where
there is a particular public safety concern. In areas where there has been a pattern of
endangerment to pedestrians, or where the Police believe such a potential exists,
illumination greater than that suggested by the normal street lighting standards
should be provided.

The City's Division of Inspection Services shall take an active role in insuring that
snow and ice are expeditiously removed from sidewalks, and that sidewalks are kept
clear of overhanging branches and other overgrowth.

8. EDUCATION

In any aspect of traffic movement and control, programs of engineering and enforcement are
ineffective without the third "E" — education. This is especially the case where pedestrians are
concerned. Driver education tends not to stress pedestrian prerogatives, and there has been little
or no effort to provide "pedestrian education” to either drivers or non-drivers. Conveying the
message to non-English speakers is also a growing challenge. Improvement is needed in this
area, but resources to date have not been up to the task.

Both in the process of and in addition to normal enforcement activities, the Police
should educate motorists and pedestrians in the meaning of traffic laws and in the
respective courtesy that motorists and pedestrians owe each other.

The City should encourage new initiatives in educational traffic signs consistent with
the need to minimize sign clutter. City programs to install and maintain special
educational pushbutton signs, YIELD TO PEDESTRIANS WHEN TURNING
signs, and YIELD TO PEDESTRIANS IN CROSSWALK signs should continue.
SHA's sign program to reaffirm the pedestrian right-of-way in crosswalks should
also be continued. Where appropriate the City should consider use of signage to
educate pedestrians on the existence of pedestrian facilities and intended routes.
Non-English language newspapers and radio programs should be included to reach
the broadest spectrum of Rockville resident’s possible.

The City should solicit public input on pedestrian problems and needs at least twice a
year through "Rockville Reports"” and take initiatives to publicize pedestrian
programs through Cable TV, the City web site and the commercial media.

The City should regularly publicize the names of officials who can address
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maintenance problems, inquiries about new or existing traffic control, and matters of
enforcement.

. City staff should initiate and participate in outreach programs to schools and
civic/community groups. These programs should educate the public about pedestrian
safety, inform the public about City programs, and seek input on pedestrian concerns.

. The City should have a program to encourage walking.

= Whenever possible, the Police should educate the walking public about appropriate
measures for personal security.

. To help ensure that pedestrian needs are recognized in all City traffic planning and
operational activities; tallies of pedestrian movement shall be included in all
intersection counts made either by the City or by private consultants performing
City-mandated traffic impact studies.
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From the "Goals..Rockville" Report (9/25/89)

"The City should strive to promote an accessible vehicular, pedestrian, and mass transportation
system that emphasizes movement of people and goods safely, conveniently, in a reasonable time
frame, and with minimal community disruption.”

"The City has a responsibility to see that improvements are made that will ensure safe and
convenient pedestrian connections through provisions for traffic signals, sidewalks, overpasses, and
other improvemnents in the pedestrian network."

"The City should publicize and enforce pedestrian rights within pedestrian crosswalks."

"The development approval process should mandate safe and convenient pedestrian facilities and
connections in and between all new developments; in developed areas of the city, providing safety
and access improvements for pedestrians and cyclists should be a priority."

From -_'Ap;mmmmer_ﬂanﬂ (7/93)

"Reduce traffic accidents through programs that create a transportation environment that is forgiving
to motorists and pedestrians alike." (Ch. 4, Transportation)

» Adopt design standards that ensure that development is accessible to pedestrians and transit users”.
(Ch. 4, Transportation)

"Develop pedestrian policies and standards that promote the use of a coordinated walkway system,
including grade separated facilities." (Ch. 4, Transportation)

"Complete a citywide system of pedestrian facilities, including hard-surfaced sidewalks along all
streets, and provide convenient access t0 all public and major private facilities." (Ch. 4,

Transportation)
"provide barrier-free access on public and private walkways for all people.”

(Ch. 4, Transportation)

"promote design standards for safe pedestrian and vehicular circulation and promote use of
alternative transportation modes." (Ch. 6, Residential Neighborhood Areas)

"Community design controls should be used to improve the environment for pedestrians and
create attractive, functional, and accessible activity centers." (Ch. 12, Community Appearance

and Design).
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Visual Benchmarks for Town Center Dvelopments

Montgomery Avenue-Courthouse Square-Mary-
land Avenue corridor as a primary L-shaped
spine of activity—the centerpiece of the Town
Center. In addition, this corridor can serve as a
division between the scale of development as-
sociated with intense traffic/transit corridors
along MD 355 and the Metro tracks and a scale
of development that is better suited adjacent to
the residential neighborhoods to the west. Ade-
scription of the zoning revisions that support
such an approach were outlined above and in-
clude standards for building height; the Design
Guidelines offer solutions for how those build-
ings are placed on a site and how the architec-
ture is designed.

The Design Guidelines are intended to provide
guidance for developers and designers as to
how future construction in the Town Center
should be designed. The Guidelines are not
intended to be requirements but principles that
should be followed. Exceptions to the Guide-

lines will be considered if the design as pro--

posed meets the intent of the guidelines and
the purpose of the Town Center Master Plan.
The Guidelines shall apply to both public and
private development within the Urban Design

Overlay District.

The Design Guidelines are based, in part, on
the image preference survey that was con-
ducted at the public open house. The images
above should serve as visual benchmarks that
indicate how the Town Center should look.

ATTACHMENT 1 (5

CHAPTER SEVEN

Urban Design Overlay District Guidelines

The following guidelines are intended to achieve
the following objectives:

m  Celebrate Maryland Avenue as the Town
Center centerpiece through the use of
outstanding and creative design solu-
tions.

m  Celebrate Washington Street north of
Jefferson Street as a high quality, mixed-
use street that serves as an appropri-
ate transition to the residential neighbor-
hoods.

m  Bring buildings up to the street edge and
reinforce a sense of urban enclosure by
placing parking behind buildings.

»  Encourage high quality materials in all
aspects of site and building develop-
ment.

m Incorporate open space (landscaping
and/or plazas) into private building plans

m Create streetscapes and public spaces
that feel comfortable to pedestrians by
encouraging inclusion of green space
and/or green areas.

m  Utilize traditional storefront design tech-
niques wherever possible; maximize op-
portunities for street activity by incorpo-
rating open and inviting ground floors.

ROCKVILLE TOWN CENTER MASTER PLAN
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Site Layout

SL-1: All site plan layouts shall give first consid-
eration to pedestrians.

SL-2: All buildings must be built at the edge of
public right-of-way except those that front onto
MD 355 and South Washington Street south of
Vinson Street. Building setbacks shall be suffi-
cient to provide for pedestrian circulation and
activity. Thus, additional dedication of public
right-of-way may be required. All MD 355 front-
age may be set back to incorporate green space
that complements proposed open space on the
east side of MD 355.

SL-3: No side or rear setbacks are required,
minimum ten feet if provided.

SL-4: Parking must be located to the side or
rear of the structure except as described be-

low under Parking Design.

SL-5: Building facades on Maryland Avenue
between Courthouse Square and Dawson Av-
enue and on North Washington Street between
Montgomery Avenue and Beall Avenue must
occupy 100% of the street frontage. This street
frontage requirement may be reduced to 80%
if the development creates plazas or courtyards,
and allows for alley access to parking in the rear
with pedestrian walkways.

SL-6: Recessed entrances shall be designed
so that they do not exceed 50% of the width of
the storefront, nor 10 feet in depth.

SL-7: New curb cuts shall be avoided or minimized
on Maryland Avenue and Washington Street.

SL-8: Loading and service areas shall be lo-
cated and designed to minimize their visibility
from public rights-of-way and public spaces. The
use of walls and landscaping to screen views
of these areas is encouraged.

CHAPTER SEVEN

that dark spaces are not created and activity is not pushed
back away from the street.

Building Scale & Massing

BSM-1: Buildings throughout the overay dis-
trict should be at least 2 stories in height. Along
Maryland Avenue north of East Jefferson Street,
buildings should be at least 3 floors in height.

BSM-2: Building frontage widths or bays in all
areas west of MD 355 should be scaled to the
pedestrian with a rhythm of 15-30 feet spacing
that creates facade interest.

BSM-3: An upper floor building setback shall
be encouraged on Maryland Avenue and North
Washington Street. Upper floors 45 feet above
the street level of buildings that exceed 60 feet
in height must be set back 15 feet from the lower
facade on both streets. Building heights above
the required setback are determined by zoning
classifications. The goal of this guideline is to
allow more sunlight to reach the streetand, more
importantly, to maintain a low- to medium-rise
streetscape character that will be more com-
fortable to pedestrians. Building setbacks that
result in the mass of tall buildings being re-
cessed so that they appear to be out of view
from pedestrians at street level can help to
maintain an appropriate, pedestrian-friendly
scale to both Maryland Avenue and North Wash-
ington Street. Building setbacks become more

ROCKVILLE TOWN CENTER MASTER PLAN
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. et :
Building setbacks (BSM-3) such as those seen on this
building in Santa Monica, CA can be utilized to maintain a
pedestrian scale to the street and to provide outdoor space
to upper floor users.

critical the taller the building is. An appropriately
designed 60 feet tall building may still feel com-
fortable to pedestrians, so some flexibility in re-
gard to this guideline should be utilized.

BSM-4: Buildings located at corners should
serve as gateways distinguishable from the rest
of the buildings. As such, building heights at
corners shall be allowed greater flexibility than

Special design treatments at comer locations are encour-
aged (BSM-4).

Reguiatory Recommendations

described in BSM-3 as long as design elements
reinforce the corner jocation and are pedestrian
friendly. At 40 feet from the corner, buildings
shall be required to comply with upper level set-
backs as described above.

BSM-5: Distinctive roof forms, profiles, and cor-
nices shall be encouraged to provide a termi-
nation to the top of the building in such a man-
ner as to complement and enhance the char-
acter of the Town Center. On sites at corners,
the roof design should emphasize the corner.

Fenestration

F-1: Windows should comprise 25-50% of up-
per facades visible from public rights-of-way and
should reflect a rhythm, scale, and proportion
compatible with the overall building design.

*0 9 ¥~ q . Si‘
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Upper floor facades should consist of at least 26% win-
dow space (F-1) as shown on this building in Chicago, IL.

F-2: All buildings on Maryland Avenue shall in-
corporate a traditional storefront design with a
large display windows of clear glass, bulkheads,
recessed entries (where appropriate), transom
windows, and suitable locations for signs at their
ground levels. Modern and creative design so-
lutions may be employed as long as the tradi-
tional storefront proportions are referenced.
Multiple storefronts within the same building
should be visually compatible in terms of scale,
alignment, color, and materials. On Maryland
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e
L e |

S



Regulatory Recommendations

New construction on Maryland Avenue should reflect the
proportions of traditional storefront design (F-2) as ex-
hibited in this building in Charlotte, NC.

Avenue, at least 75% of the ground floor facade
shall be glass.

F-3: Retail spaces on Maryland Avenue and
North Washington Street shall be accessed di-
rectly from the sidewalk, rather than through
lobbies or other internal spaces.

Architectural Detailing

AD-1: All buildings shall have their'principal
building pedestrian entrance on the facade.

e i 4 A

Awnr;ngs'and cénopies should fit within defined architec-
tural openings and respect the facade design. They should
not interfere with other streetscape elements (AD-2 & 4).

CHAPTER SEVEN

AD-2: Above 7 feet, encroachments for project-
ing signs or awnings should be permitted into
the right-of-way, providing encroachment does
not interfere with trees, utilities, transit sheiters,
or other street furnishing.

AD-3: Awnings, canopies, and recessed entries
should be designed as integral parts of the build-

ing.

AD-4: Awnings shall fit within framed openings
and shall be a traditionally-designed sloped aw-
ning consistent with the architectural style and
character of the building. Awnings shall be made
of canvas fabrics, but not vinyl, fiberglass, or
wood. Glass and metal awnings may be appro-
priate for some buildings but must be consistent
with the architectural style of the building.

AD-5: All buildings shall incorporate elements
which break up facade planes and create a vi-
sual play of light and shadow. Avoid long, un-
interrupted horizontal elements.

AD-8: Vertical divisions of ground and upper
floors should be consistent. Major horizontal
elements of neighboring buildings and store-
fronts, such as awnings, sign bands, and cor-
nices should align, if feasible.

AD-7: For all buildings above 2 stories, the
ground floor shall be architecturally distin-
guished from the upper facade to form a visual
base for the building, and create an intimate
scale for the pedestrian.

AD-8: Sides and rears of buildings should be
designed in a manner compatible with the de-
sign of the building front. No large blank wall
surface will be allowed on facades that are vis-
ible from a public right-of-way.

AD-9: The use of high quality, durable materi-
als which enhance the building and convey a
sense of permanence shall be required. Desir-
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able facade materials for new or renovated fa-
cades include brick, concrete, stucco, marble,
granite, tile, and terra cotta.

AD-10: Stoped roofs visible from public rights-
of-way should be of slate, tile, standing-seam
metal, or other high quality materials.

Parking Design

Parking garages in the Town Center shall be
adequate, convenient, and attractively de-
signed. The view of parking structures from
streets in Town Center and adjacent residential
neighborhoods should be minimized, with the
preferred locations being behind residential
units, offices and stores along the street front-
age or underground. An effective signage and
wayfinding program shall be instituted in Town
Center to guide visitors to parking facilities and
mass transit connections.

Parking garages should be well-designed, incorporate
other uses along the ground floor whenever possible, and
should exhibit architectural detailing (PD-1 & 2)

PD-1: No surface parking shall be allowed along
Maryland Avenue except for on-street parallel
parking; structured parking would be allowed
but it must be faced with other uses on the first
and second floors at a minimum.

PD-2: Structured parking is allowed but it must
incorporate well-designed architectural ele-

Regulatory Recommendations

ments on facades that face the street.

PD-3: Surface parking must be screened with
landscape or hardscape materials. When uti-
lized, surface parking lots must be located to
the side or rear of buildings.

Generally, signs should not extend above the window sills

of the second fioor (S-2).
Signage

S-1: Signs shall be integrated into the building
design, but not detract from the architectural qual-
ity of individual buildings. Signs should respect
the building facade. Signs are most effective
when the architecture and rhythm of the street
are preserved or emphasized by the design of
the signs. Signs

should not ob- | The City of Cleveland,
scure architec- | thu an ordinance
tural details in- PMW mqléifid@lﬂfﬂzjw
: o coy Lo of
clugjmg any frce parking Loty
projection, re- wiﬁm'&w downtowrn
lief, cornice, | districts wvordes to
column, win- ‘pr%mwtmlwaMW»
dow or door %’;’f@%ﬂ?g’ of the
. . ¥ inten 4 Wﬂ)'
opening or tim, ment portiony of down-

or change of
building mate-
rial or pattern.

town Clevelend.” (City of
Cleveland, Ordinance
#1876-94) J
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S-2: The proper sign location shall be the area S-3: Creativity in signage design is encouraged;
of any building that is free of architectural detail non-descript box signs are discouraged.

and not higher than the lowest of the following:

25 feet above the adjacent sidewalk, the bot- S-4: No freestanding signs other than directional
tom of the window sills on the second story, or or street signs.

the highest part of the building under the roof.

ROCKVILLE TOWN CENTER MASTER PLAN
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ATTACHMENT 1 H

Urban Design Guidelines

The Urban Design Guidelines are intended to provide a framework which will
ensure the quality of the Huilt environment in the Rockville Pike Corridor.
They serve as @ general guide to developers and architects preparing for
design review by ilustrating the City’s objectives. The guidelines highlight
and supplement certain requirements set forth in the Zoning Ordinance in
order to visually define the intent of the regulations and to give a number of
suggestions for ways to achieve the desired outcome (see pages 63 to 80)
Several ordering devices have been used to provide ciarity and continuity:

DESIGN ELEMENTS AND
ACCOMPANYING [LLUSTRATIONS
SERVE AS A CATALOG OF DEVICES
TO GUIDE DESIGN TREATMENT AND
INTENT

TITLE OF GUIDELINE ’E
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-;Wé,d“"ﬁ.?ﬁ"m4w.rlwauc‘o—-‘;.{ﬂ-&rq.
e s amemhen Al # e aerne oty arc met tymected bm
wm»,wuam crameiea deeve 23 & catalgiie of J
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i
!
i
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RPC LRBAN PEsig GUIPELINES

ROCKVILLE PKE BULD TO LIE

Place ar leart Go% of Hy. ockiille vike Lacade 15 from +he center-
line of Rockville Fike 1o provide a. conmptent i IMage. Orient retail
wd aerveer Yo e Shreet and provde amenthies Hhat Promote

pedestrian activity.

2UILD To LINE.

A continvows bullding line. crondes & coroutent
Steet edge and Fromee @ positive ywuazquL
image o pedestrions and motorise, N order
o achiewe the desired zenge of =l qnd
AACL) 14 Mmoot szpmlam‘ 0 matam He
conhnowr edge at He lower Hoors HF
ilaings Where pedestrians and wolopmt are.
locaxed. The. Ardpe of Shretds 15 iy roved and
[an com+ort b enhanced malm‘ammq
A UnLform bullding line at +e fivet +wo
Hoors abthougin well- Achiped Phen Zpacts may
pUNctvate the facade 4o add (nterect and <cale .

F

FACADE. TREATMENT

%, comee }) orrice The design of gvound floor facades nopld
Vi s wi'.iZ‘E Ty recognize e different achy hes OLLrrIng at each
> 4 evel The vpper leved wibh office. and reoidential
&~ Ut Shovd complewent the pedetrian leye

' _— W e retail and commerad]| vers. 2 W, special

featvres, entrancess, ard zurvice and park? Alcess

can ke more eaily wdegrated with He {00 ade winen
the pedestrian level treatment vecognizes +ag
fonchonal diffeences of +he urpte[f?cvc!é. Thi
recognihon can be acligyed with cornices, chunaes
of Waterials 1nd otfer devices, Hoak allon %
to eceur at grade. wirthouot a\%&!mg vpper facades .

=
n
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prr LURBAN TESIZN £ TEL WES
‘ L2 | IR AT &sET A AR T =
PUILDING LINE AL &80 NAKT 6f zﬁ‘;f;}

Place e lower Hoore of v"‘th Vs x»'xé brilding lue or attervate puilding
ne. and erent retail voes and zerviees 1o the Sivee + Create wterest at
the pedestrian level with mng%apaé %ﬁ"pad/_é, public amenimes, awnngs,

oldwl@ wnd other devices. Where Hie buildvg live 1o not comerdent with
the Zught- of - Way e the buildmg e Shall gecomodate Hhe whrecdecape

standards .

BUILOING LINE -—%% ~<’2€$’f%‘é\pa 6‘#—ANDARD6

A 2z The pedestrian envionment zovld be made
sate, convenert and gvachive cuomq Zecondary
eﬁﬂg%c To achie His, the standard sivectecape
Leatoves o e’ wide Free plownng striy ajon@%
rosdway 2nd 2 10 wide sidewalk ot -Hﬂc buildug
.z/wyz, /M’Vé\/;’ rois /pw o7 /lJ.’/'i’T'éd .,O”PY’“"‘W%

G 1 f ~ S A A 7:;‘.;’/({ "L/iné— "'b’wJ/\ /O IVQV’ ffeé&

4 LR LR T2

~

1#?/% /” !‘-:/ ,-\/'// 5 Li e

Sieall b Ze /:A//‘-v'( - ,,,0,
. X »'\
Treesr Hor //"’VL.., Gawang i e Civy 0,;

Lok fu Mt ,Jf/ Eoghs e oL Slakhng el

v £ vainns oF 257 M Caliper a v.a.d B high.
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MINIMUM BUILDINQ LINE.

Mantam vieual COMMUH’V of the Hreetocare
by placivg the wildng edge at an establiohed
buldng hne. Seco YV and minor strects may
have, ew}nrﬁc&wﬁ pcdw’m‘m +traffic ENEN -quuqlﬂ
e way w Lw “Nops o restavrants
loeated along tham. Rdestrian combprt should
Herntore remain 26 a Prive desyn consider-
AHoN.

ALTERNATE BOLDING LINE

s @rearf’ar setbacke from e standard
“Arechocape vo desired or propozed +hen

Hoball be a mnimom ofF 15/ and mddude.
on addvtoval vow of Hreee on He building

e of We oldewrlk. The dernade, loulblmg
line may 2 m*fzrm{:fcd 1o create Fuzae-/
PN rpacess and covrtyards . The pedesrian
o e euhanced by locatin

n ildwi rovidin
E;r tﬁd aHractive, %rouqqh arzst%t n for
pedesrrians.

™
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RFC URBAN PE 216N GUIPELINES
AUILPING ENVELOPE.

pullding exvelopes defue the vadhca,l and hor izontal bovndaries of
ouildable aves o0 mdividual f;’(bejmf—w rdahonchipe between the
reek and mew buildings resolt from Hhe applhcation of the Building
envelopess They ensore Hhat newd developwent= are compatible Wh
sorrounding nadgnborhoads by eroviding adequate light and air for
nearby structores and adjacent strets. Tareel by parcel boilding

envelopes ave wdicated I 4he Fonchond) Plane and Sechons. Characker i1
cements are embodied W Hhe accompanying illvetrahions and

Aesexiphons .

s DESCRIPTION

. ',g(?:Aélbg;lL EUlumq Envelope 15 Aefined b}’ a compiid”
pregag e hon of the following restyichons:
e I * heght of the buildng
maﬂ;[f = + layback- planc
= %»  dirance. Between buldvg and lot ves Cedcke)
Giels  dibance, between boldng and st (puld 40/
Lﬁw&&_ .
e A bulldig line:)
PRoFERTY UNEoT e o dwtance between adycent buildvigs

]= o solar acces ra%wremmf’?

* maximom EAR.

* roidential density

. Fa‘miHcd 8222,

« Yequired open ot onthe lot

.

e xw‘:j‘



DISTANCE  ECGUAL.
T REIGHT OF
TALLER STRUITUKE.

~#€"LoT LNE =Z.
BUILD -TO- LINE o5 |
BUILD ING LINE.

RYC BASE. ZONE: BUILPING ENVELOFES

3+

|~ BUILD-TO-UNE~_
€O BULDING LINE. \,%\1

COMMERCAL BUILIING EN\/ELDFE_‘

RIC BAGE- ZONE
Commercial ard residential building envelopes

are hmikd m height 4o 257 No schuacke
from +he 1de or rear ot lnes are required
onless reAdential land abots e adjacent
lot. In Hat caee, the cetback must 4ual

the buildug haght of +he taller shrochure.

RFC OPTIONAL-METHOD :

TWINBROOK. METRO AREA
Cowmmercial ard vesidential building
anve!opce onall ke limifed n height o %!
No setbackes from the ~de or rear lot
lines are required vnle resdential land
abvbs te adjacent 1ot. In Hut caze, Hie
aethack. must equal Hre building neght
ol He taller shrodure .

S
3
y
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Rpc. UrpAN DPEsigN GUPELINES

ROCKVILLE PIKE STREETSCAPE

Rovide @ conowstont vieual image along Rockuille Fike. A pleazant
errian environment can ke achieved by lwing the etreet level
Lk arcader ard retail sores that adipm e idewalk and by ﬁollowmq
the Shrecracape %UH@M&VH?/ Cily of Reckville Zgn Ordivance, and

Accesrs Managwen Plawn.

ProE LEVEL DEVELOPMENT
The required sreetercape treatment
incdudesr a landacaped berm Wi treee
af the rood edoe, 4 &' wide concrete
sdewall and @ zervice drive. Mautain
the build-1e lne at a distance &
2ol from the ceanterline of Rockville
fike 4o provide a consistent vioual
mage . S Yree shall e 4 min 25
ez m caliger, 1%/ Wj»k and planted
w mee Han 2o’ apart.

OFTIONAL METHOD DEVELOPMENT
In addition +o Hhe mnmom requirements
otited above, optional method Cevelop-
wents hall include: a oh block at

Hhe Rockville Pike curb edge, London walk
pavere, addthoval berm landecaping and

o tree bed with lardecaping at the

buiUMg 66{96
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ppsE LEVEL DEVELOPMENT
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% — 2 ' e BUILDING ENYELCPE.
ROCKVILLE  PIKE. F PP e

oPTIONAL METHOD DEVELOPMENT
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2. UrBAMN DESIGN GUIDE LINES

FPEDESTRIAN AREAS

The followmng quiddines define and suggest pedestrian orientzd
opacess and INK0Gue. Elewents LUch at Hdewalke, crooowalkes, bus shetters
and benches :mFmvz, convenence. and make the pededrian feel cake and

Y,

comdpriabe. Ano 419w and lightng contribute 4o a pedesirian’ orenta-
Ton and ey 41qnn st conform 1o the Cry's Zign Ordinance
Ignhing design iz réviewed m the Twinbrook. Medvo Ayea.

SIPEWALKS
A herarchy of pedestrian pathwaye are designed

e m b mﬂeotﬁdwz‘nm travel veeds and aeothetic
a YL, crideriavelahing to viwual prominance . < dewplks
. s/é N commercial areaz Shall be a mmimum @
Lok N widih. Besdential area sidewaks shall be
5 fek wide when AJM%& He curb or 4 feet
// Wide When separated by a landscape shvip.

CROWALKS

Where public pedestrian ways cross private
roades, crossWalke, “nall be wetalled “wbyot

{0 approval by i Department of Foblic Worke,

e
N
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ARCADES ¢ COLONNADES

Pornieh a. continvove covered PoSadewa~,
fo provide weather profection in inclement
weather. Araades way be added o extsting
bildings or wmay ke incorporated into +he
dezign of new buildings, Design arcades
With a4 mmmom deptn of 12' and a
minmum height of 12 ot +o excaad +wo
<tories .

AWNINGS

n locations where building arcades and
colonnades are not provided. Avnings way
e veed o enlven pedestrian areas and
sldewalees. The vze of brignt fabric awnings
over entranes and along walkways enhances
pedestrion combort and creates vwual
derest and vriality.

PLATAS AND OPEN <HACES

Plazas and open spaces are defived on hree
sides by boildigs, wall and landecating,
T clements greatly envieht Hie pedesfrian
wvivonwent by creating focal points,
Yeatvree cuch as o W, planters, cafes,
'Jfédal ligiting and Koske amovld be -
cluded fo credie a plescant %Himﬂ.

é:‘\\
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P SHELTER
The bus deelter to ke ved Yhroughout
H. corridor ¥ a/?rm“ednva Logtore W a

| bench | 12 red alass on Hiree &\des
w ed gy@%(ﬁulw?ﬂo bus

ehol@r ol ke coneiotent wHh thoe
bng Intulled by WMATA.

PENCH

The, Htandard Yenchh 4o ke vsd 1 or

adjacent +o +he pubhic right of way

Hm%mﬁ Hie corridor (& the FADC

(ranviylvana Kvenue, Development Cor-

rodon) bench MacaHa Thi bench
zgoy\mc 24‘— AN 5\;’% on A %acrj—ﬁfamc
nonmgle” and wn Cback 4o backt Versons .

LIGHTING |

Bdesrian arcas Aould be adequodely I
for Pdw‘h“lm orieration +o enpore. 6“&1(‘”
afeky, wecvnty and vioibility . Coordinaded
Ffitores contribote 4o the creakion of a
pnified and plessing appwwa.édm%a
lighng Lihores shovld wmplwwd' e

bolding der\gn and sAveetscope



grpc VRBPAN DeE2igN GUIPELINE S

PUBLIC ROAPWAYS

Vehevlar movement ¥ enhanced by mproving the exishing roadway nebwork.
w the Rockville Bike Corridor. Theer. \mprovewerts offer more ophove to
moterists morease e cficieny of local circvlation, mprove access 1o properties,
and decreaee \weraechon cov\@eaﬁom. All dcvdopmm# within +he Rockville Pike
Covvidor that dedicate a public rignt of way or casement fbr wmprovewents
Anown wm e Plan may indude the dedicated area \n the net lot arvea for the
pUrpOE oF calevlating F A B. The following raadway standarde are required for
Jedcation and constructon of new roode In Hhe City:

ARTERIAL

Arterial voads are built in a
vight- of-way o least zzo’wd(_)
contaming two 24" paved zechove
Zeparated by a4’ median <trip.
Curbz, quters, cdenilks, lgirhing and

lcmd%a,pmg ako most ke pm\(ldzé-
POOINESS DBTRICT

Business district veads are
boilk a,ngl/xbapawgy at
leaet 10" wide, contaming @
49" pavewent width. Corbs,
?U‘H&’éj Sidewalks, h@anmc] and
andécaping adso most be
provided.

PRIMARY PESIDENTIAL
Bimary esidential roads are
builk m a right-of-~way at
leact 70! wde contaning a
minimum pavement wWidth of
26 for vecolar Hraffic.Corbs,
Jutters, adewalke, lighting and
landscapng ko most b provided.




vPC VAN D%IGN euw,ur\lae
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 :..- -:‘é AR 4 Nee an’, Aeé V\(ﬁ +0 %Fam‘\’e loca +ramc 1Cr0M %m%h ‘hfa%
a\gwéuﬁo;kv: e Pke . ”?W/ cexCe drive enhanes zafey ‘and a(ae-e-tbyln-ly'f o

£ ryy{fg o +m~/ll }7&+we¢v1 Mﬂrby MW avd o exidt
;Zrmv\g loy;?ae cwmeé ntervals. &H chlafw\wb W cidlca{’(/gan

cazement ﬂa HM service. drive may wclude the 4153 -k,%( are& " M
‘MP \o+ arat «%r H\L ?vr}voaa oP cafcula:hng i A z e

PE@‘ Q H /71' ANDAP-D’?

o é\/ebm Yo ensure. $ee arcula-hm

.W¢( A&ﬁv\d Fark_w‘g [O‘I' a—l@k s

properhes Woredses W fonchonal &Cﬂacnc?/
ard e vdue as an or@ama ng viswal

dewent The widH of Hhe zervice clrw&

may not be oo Han 2% The location

. eobstantial decordance Wit “Hae - -
Zookmllc ﬁk{, Aca%b Managaw,{/ﬂ' ’F

AN /\5\\:
/
ya
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gre VepAN PESIGN quItELINES

PARKING 9TRUCTURE. TREATMENT

Yarling siructures  <hoold be sensihvely desiguned to asevre the harmonous
wrtegrahon of each facilty wihh e ad jacant commercial and resdential
jk&valopmwﬂ ae well as With 1 patvral envivenmentt. A <enee of
yloual harmony can be achieved %r;ujh e vae of compatible
materiaks, coordnated landecaping creennd, appropriate  buidiug
color, cenohve lghng and ugnage, and the design of velddat amenthes

GRODND FLoor. VoEs
P The  effect of parkang Structires can be

: . minimized by placing refai! vee along +the
%@ crect Browtage. The Crestes \werest” and

N == achwidy - ak the groond Floor where
cmj motoviols are located .

&

722 Ll AL L LL L L L

?zdw\‘v\am@

.
et
e $

.. d

RETAW-

] FACADE TREATMENT

AT Purking strocture facades snoold achieve
3 the came Wgh quality desgn and appearance
as e boildngs Hthey serve” Minimize Hie
parking “ructvorels vhilitarian abpearance
by vhlizing effective Aeign treatments
ch a2 dolonnades, arcades, awnings,
theet furndure avd other pUPlc amenihes,

i/

TN



LANDSCARPING

Where groond floor retail v indpprepraze,

the vet of landacapng v efective 1n <ottening
hard edys and minimizing bulk. A hroctore may
e cet back from the buildwg lne o allow for
an sddihonal row of trees,oerms ard plantings.
¢ conetructed at +Hre buildng line, e appavance
may be \mpmvad with FlamLa% and dzpfxd’
vack. vpper Floors. Openings for vencilar access
Ahovld avold croszng major erdcéfwam Pa%é
and are zobject 1o review by a Tesign
Peview Proard, and wmust conform with e
Reckyille Pike Corrdor Newghborhood Plan.

PARKING STROCTDRE HEGHT

The negt o parking <hructores Snoold ke
minmized, esvecially at the “treet cdoe.

The haght of parkung facilifiee that are
placed ot tve Shreet edge shovld not exceed
2% above grade, and not will not g eligivle
Lv e addihonal buflciim@ ‘naglxrf available
W Hie ovhonal weriod of a‘c\/clopmw.%. BE
o shuchore v enclozed within a boilalm@
complex and not visible Hrom e shreet,
+Hie boilding Ma,ﬁx/r’r vestrichon v 1%,
Unciorgmond levels are zncoumgad +o
Ncresse parking mFaci—b/.

\l
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RYPC \RBAN DESIGN 4LIDELINES

PARKING LOT TREATMENT

Farking lote chould ke “reened from view from poblic vosds and adjacent

rendential o1 developed weas Bofferng and acreenng Shicds vnaightly
areas oand fa,rl‘ed cars, define Specinl areas, creates attrachit views, and

provider o coheave dranathon between von- omilay vas.

—f

-

PARKING LOT EbgES

Frrking loks adycent 4o poblic rants - of-
way sl e orecned With evergreen
plantings, ground - covered bermes or walls
ok lesrt 1.5 feet Wgh. Achieve at |east 15%
continvows opacity Yo zoften the vwval
impact. Farking (ot adjcent or opposite to
residenhial zoved or A&vdof?ed land 4l
be veveemed to a Welght of &' with ever-
green planting, wally o earth berme
admévmg 100 %o &FacH-?/,

PARKING LOT INTER|ORS
Declduovs treeer shovld be uzed
parking ot 1o rediese He monotony of
large paved warress . Teez planted
approximately »o' apart i continouz
bede of groovd cover provide an over-

head canopy and defive the space by
dwechwg Hre ne o pedestran and
veheovlar movewent. Walkwave ghovld e

czpereted from veheuvlar fraffe by elevathon,
lardacapng er surlace traatment such as briec
pavers, Hasetone, or other safe and attractive

praderials .

TN
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- KF& UK?AN t?iéléM GU&DEL_!NE_e S
LAND%AP——- SCREENING or:
NON 6 MILAK Uéﬁ_@

o P‘M a wnhnwua row / of w”'&rwf’ (cvafqrézm +re.ee b&{—wam won-
U dimilar uses. e landeaape boffer provides a dransihon bebween =
 Aifferent zones, Creates Privacy, exteens ureightly areas and defines

éptcai arws, Treee ot hwe of planting shall ke 4 sumum of 1%
feet high wirt a;% M ’iae/o wmﬁnuou-s 0?‘“*7’, Flan@d wa
-Tdmam W‘ SN I

DN SIMILAR. DSES o
Al developwents n tne Z.FC 20;4& 61«11{
Fmvwle screenvg | %’wem nomfeimd |

B

eegaeageaBe | -

&
_% Vets.
& These: md:xi/,:
& | residential /retuil
e ol 2. 1esidential | pffice
e 3. vesdendial [ majer vead
— g 4. Metro mec%/@,ny Ll

5 o oMerwise dvated

SCREEN RETAIMNE; WALLS ¢ FENCES
Plant a corinuovs landecage ecre’cm W

front of retaming walss ard fopces +o
eﬁ-ﬂw He mags and hard edges. Frovide
7% % er\f, M A x’?;"%/‘b@% Yo or
/%ammd planisg. ‘




' RPC VRBAN PESIGN GUIPELINE =
| S0LAR ACCESS REQUREMENTS

ln order to mmimize +e mpact of +all buidings on residential Aruchres,
no bulldings may zast a =hadow on acb'acaff residential Stroctures
petween 10 am. and 2 pm. as calculated Br Dovember 21, The hadows,
L produced on December 21 are the longeat of He year and compliance

3 will resvlt W |eeser mpcke dvring e “remainder 0F He vyear.

SHADOW <STLEY

A shadow Study & performed for deveormens
That way cast shadows on residential
hrictores. The shadow study follows He
echngue. recommendad for sclar pathy Hagrams
n Archidectoral Gravhice cAandari ) 7+
Edihon. This study shood \wdicate He aveg
Whete Zhadows will fall between 10 am.

and z pm. on December 21,

READENTIAL Toweks
Widel =puced towers are exempt Hom

zolar pccess regolation. This & due
0 the small footprint of a tower gt
el 1M Hinner chadow Which wioves
ALr0%5 e progerty quickly, much like a
sondial. A residentia] ower 1o coveldenzd
ke a buildivg wheve the width 1 not
MO tha 10% dyeater +han e epth
O YIC Nerza The ceparahon behween +we
owers st e gt lepet equal o %hagh’r
of He 4aller atrochym, Lor Hem Jo e
“w;écf\/ Spoced

N

ﬁﬁ/??]’f/??:
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e
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5 AT ns&LoT{qu_ :
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QENEZAL ApPLI CAmoM
“The acww\panx/mg
e opphesh

e maxwum \Aaqm‘

to @a}rw V‘j‘ﬁapw@w hace

e areals hovsees from Hhe vear lot I

shethes il uam%a +h<,
'HA(, %W AC@ e

’IW, Ammvx@ ot {f/ﬁ' IuU Al

irked kyﬂac,‘ o

Snadow ordin “Hhis amm
.mgl(, orxgwmh%ﬁmm g, av gl 1iode
building line. Com;ahaﬂa Wi Fhé ordinanc
Fac% e desgn of Hall boidings, &/fmd
u/\ Lght of the mumq e:nvzlog',
by H\L 46° plaw; alomg

Begqol rement.

MUIY&W\M\‘% Ten areas were de,élgncd"
for tudy and Hy average  Awlance

Addermied. A colar patit dag
40° N. lcérrb&@ wWae vhliced Jor Hae -
v ookville lies ar A’ 1% wwci/« raa)Hs
Snorter MaAOWNS. im practee ) The divi
%MO\M sudies will produce qu ‘

QLN OLY .
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RFC URPAN DESIGN GUIPELINES

TREE PLANTING S

The Lollowing guideliness attempt 4o make walling 2ate, convemient
and atractive in e Bockyille ke Corridor.

On‘y
GRATE. DETA|L

TYPICAL

Stveek breess Sl ke playted w1 continvovs +ree
Stripz, a minmom of 5-0" wide between He
cwrb avd sidewanlk . Shreet oo gt +Hae +ime
Oﬂplayﬁfmg “hall be oo minimum of 2.5 11nch
caliper, 1% Wah. Street treeo shall ke planted
about 2o’ on center paralld 4o Hhe st In
no cames MoV hees e planed more Hap
40" apart. Treee all e selected From the

of Bockvlle's Approved Tree List

When Hreesr are 4o ke planted i conbnuoves
paved areos ey Aall be danted w free

pite wHHN qmﬁﬁ.

FLANTING Geips
Where parallel vows of 4reess frame. o

pedeezinan Way or other pathway, they shall

b planted on a rectanavlar arid. ln cevla;
Codess Wnere e (e ol dictes o,

when 1007 omaety o desived At Hue Hime
ob plantivg,Heeo yay Lo vlanted in
ciacona C}ff&l@- | |
—
,.(/ig\?,
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Urban Design Guidelines

The Urban Design Guidelines are intended to provide a framework which will
ensure the quality of the built environment in the Metro Performance District.
They serve as a general guide to developers and architects preparing for
design review by illustrating the City’s objectives. The guidelines highlight
and supplement certain requirements set forth in the Zoning Ordinance in
order to visually define the intent of the regulations and to give a number of
suggestions for ways to achieve the desired outcome (see pages 94 to
119). Several ordering devices have been used to provide clarity and

continuity.

GRAPHIC SYMBOL*
REFERS TO SPECIFIC ELEMENTS FOUND
IN FUNCTIONAL PLANS AND SECTIONS

TITLE OF GUIDELINE f@

DESIGN ELEMENTS AND

ACCOMPANYING ILLUSTRATIONS
SERVE AS A CATALOG OF DEVICES
TO GUIDE DESIGN TREATMENT AND

INTENT

TWINBROOK URBAN DESIGN GUIDE LINES
PUBLIC PEDESTRIAN WAY

Fr & pubie an ow -
0000 QO Tovdes e pataban sy st bt

wte cmuhon accrsel
retul uses fo prdestrian vay fo endiven e inculabon youte,, Todentran
W, enciosad o open T the oky, 3 thnanced by vhlnd Jreades.,
colommades , awmigi. € Pen Smnes, ALLLS, € n ITance. obvine 3. landscap e .
e puio’e arwewitien. Al # e Aot are not crpeched b b e
comenrrently, Father e followint cuimpbes sevve. 33 & cataighix of
devees Haat bevd 3n spproprsie. scdie % pround Hoor arbail Uses and
RHE & mere PIEIIRT pevhestman eavremen?

BASE ELEMENTS

i Tie Robie Prrirsrian Ways provide a.
: B veaaar Lk petween the Mebo, office,
{< P 7 rtal st aislmhmeuts, and the surrourdel
{] resdewhal ARAs, Locate rerdil and

Lemmerusl achwily adumcent bothe
pedestnan way do enfiven ke voce and
provde 3 10" wide secwal an uee.
GG o emhite podeshren axfedy.
o stveet trees dnd iandacaping In
or wiaaTat o Hee pEresinan way in
decordence with the folowny devces,

_A' N

ARCADES AND COLONNADES
Furmishh § comtmuous Loveved

ke provide weather prserhen w nErme’
westher. Mreades rmay e sdded
Crmtnt BAinggS or v e oo
into Har AeiW &F rem cridimi. Tesm
areaden w3 miniwoor Aepth of 120
a3 mmin hegiat 2L et b
wxeer Pwe shores

AWNINGS

L locahons winere w1 @ing areadey and
2clonnactes are mot provded, swmeRt My
e ssed B enhien pramnan aras and
sty The e of e faome. s,
Tver euivAnCES At Sl walkads
crinnces priesimen cometet s ey
sl st amd vty

GROUND RLOOR USES

Locate nes & Yt grownd Tlaoe whech

s:mr.ahp level & cedenan vy
nie. ¢, HTesere, Brcks HT wTVCES

A as et | shones, rexfaurants, sdek

retail and conwmertial e’ shoukd be
treated dfferuity From upper stomeswrh
Axcr avd ves serhal vves) in

o the dfferent detaney aored & N vl

JLLUSTRATIONS
GRAPHICALLY REPRESENT THE

ADJACENT DISCUSSION

DISCUSSION
PROVIDES STANDARDS AND INSIGHT

*Where no symbol appears, the guideline

ilustrates a general

recommendation for the entire Metro Performance District.




Functiona! Plans and Sections

The Functional Plans and Sections incorporate the Urban Design Goals,
Strategies and Guidelines to guide the future development of specific
parcels in the Metro Performance District. While the guidelines are
generalizations considered applicable to all parcels in the Metro
Performance District, the Functional Plans and Sections illustrate specific
concepts for specific areas. Parcel-by-parcel design recommendations are
used to provide guidance, reduce uncertainty and ensure quality in the built

environment (see pages 120 to 132). Several ordering devices have been
used to provide clarity and continuity.

ION ECT) FUNCTIONAL PLAN
ILLUSTRATES ALL STREETS RELATING GRAPHICALLY DESCRIBES THE DESIGN
TO FUNCTIONAL PLAN ON OPPOSITE ELEMENTS FOR THIS PARCEL. SEE
PAGE. GRAPHICALLY DESCRIBES: LEGEND BELOW AND APPROPRIATE
*BUILDING ENVELOPES GUIDELINES FOR DETAILED
*LOCATION OF BUILD-TO-UNE » DESCRIPTIONS

OR BUILDING LINE
*STREET RIGHT OF WAY
*LOCATION PEDESTRIAN AMENITIES

M ADJACENT PARCELS
DESCRIBED ON
OTHER PAGES

il
Ii
ii

‘ o
=

FLNCTIONAL FLAN LEGEND ®

TS pono- 1o Une a7 v re S AN BicArE. scameN
oo W e ~myn.c%@mmuzmm e
£28 rccees e MU WO X AT

e Yemcaar icwes RENDENTIL. 223 O 15 DG O] Pakepl
mee P, PEORSRAAN WATY RIXCED O 15 MMM RIURED T A
210 CRACE SEIIAITD S CDIGNG OBTAMN MAKIMA CFRCE/XETM, T

“""W’"NWIROGK METROAREA

FLNCTICNAL ALAM ¢ SECTIONS: PARCEL. A

PARCEL IDENTIFICATION A j Z > PARCEL 1.D. & PAGE NUMBER
. KEY FLAN GRAPHIC SYMBOLS & DESIGN
" ORIENTS PARCEL TO ENTIRE ELEMENTS
TWINBROOK METRO AREA SHOWN IN THE (ACCOMPANYING)

FUNCTIONAL PLAN AND DETAILED IN
THE GUIDELINES
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CWINBROOK. URBAN DESIGN. @mamﬁs |

EU! L..D TO U NE6

el KOCKVH_LE PIKE. PN '
L: et Place at lext So% of Yhe Rockville ?lke

] ,«Pacade 155 'From the centerline of Eockvﬂle. Pike to Frovade a .
o :..‘;ccns:—ai'wt visual imag Onent re_t;ﬂ and services to jc-he eh'seh avzd
-"/?rovnde. armvuhes 4}@{- ?mmﬁz pedest ‘xsn adw&y o

SECONDAKT 5TKEEV6 WiTH RETA!L.
Place. at least 50% of the, lower ﬂoors of

- "’aw\c‘lwgs 3‘% H’E build=16 line fo create. a Slreet a:i_a;e, Orserﬁ' rc}mi‘

7 by the ehrest on Aesgm‘ral cecondary <heete (Relling, **WP‘“&*O"W“: o

?rawde pedestrian ‘amenities. Zee.
to. determine. the \ouﬂd +o }me,

6ECO NDARY 57;&5519 WITH KﬁemENﬂAL

AND SU?POKT RETAIL .

R . Place at least 50% of the lower. ﬂoors aF |
at +hc build - to line to create 4 street edee. Orient %Pporﬁ'

Egeldf

 retai YEJZ the shreet to maintain 4 conzistent vieual Tmgae at te
Nevel of pcdes’mw achvity. ‘Residevtia) units may be set back ?—rom

"W\b \ouilé {*o hv\e, above, %e -Fn-s% {chor |

o '.TWMbmok ?avkwy) and
mdwudual b’e&t ectios
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BUILD-TO LINE

A continnous build(»g line creates a_

consistent street edge and provides a
pesitive. visual imagze 1o estrians avd
motoriete. T order o achieve the desired
senee of wcale and space it is most
impertant to maivtain this continuovs
edge at the lower fleors of buildings
where pedestrians and wetorists are localed.
The shape of streets is improved and
pedestrian comfort is enhanced by ma{nfaimg
a uniform buildigs line et the first two —
floors ) althoush well-defined open spaces
may punctuate the facade. fo add interest
and scale.

FACADE TREATMENT

The design of sround Floor facades
should recognize. the diffevent achvites
ceevrvipy at each level. The upper level,
with dfice and residenhal uses should
complement the pedestrian level with its
retail and commeraal vses. Sigvs | special
features, enttvances, and service and

avking access can be more easily intesraed
\Z/H’h ‘ﬁ% facade when the ?cdes'h"\any leve
freatment recoguizes the functional
differences of +he upper levels. This
recognition can be achieved with cornices,
chanpes of materials, and other devices
that allow changes to ocenr at grade
without affecting upper facades.



TWINBROOK UrBAN DESIGN GQUIDELINES

BUILDING LINE AT SECONDAKY STREETS

— e —— —— Place the lower floors of buildivgs at +he buildn‘yg

line or alterna® buildhg line and orient retall

vses and services to the street. Create interest at the pedestrian level with
landscaped setbacks, public amenities, awninzs, plazas and other devices.

Where the buildi w

line is vot coincident with the Right-of-Way line , the

buildivg line <hall accomodate e streetscape shndards. Consult the
Funchonal Plans and Sechens for locabon and s(k—speciﬁ'c, information.

BUILDING LINE Y
A
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STREETSCAPE STANDARDS

The pedestrian environment should bbe made
sate  convevient and atfrachive along
secondary streete, To achieve this,the standad
streetzcape features a B' wide tree plantivr
shrip along the voadway  avd a 10" wide
sidewalk at the buildips edge. Street irees
chall be planted a?pr“ox'\mz‘}'ﬁ\% 2'o.c.
and not more than 40' apart. Trees shall
be welected from the list of “Acceptable
Treee QD’(‘ Styeetr Danh inthe CH"»] ot
Rodwi”e,,Mam/lamc\\; an“’g at the Hime of
planting shall be a minimum of 25" |n
caliper avnd 15" high.



' ® L -4
|" » $h| ]
£ f o8 % o °
° I
e Q? . Lol 8
g (4
° R
P P o

Mit M LM wu:mq_l YARIES ‘
u

MINIMUM BUILDING LINE
Maintain visual continuty of the strech-
«ape by placing the bullding eqze at an
establiched setback line. 5ccomdan/ and
minor streets may have significant
pedestvian Waffic. even though there may
be few shops or restaurants located abg
Hem, Pedestrian combort chould therefore

Yemain as a prime design consideration.

ALTERNATE BUILDING LINE

No setback from the standard streetscape
e rccluircd. However, if one is desired or
proposed, provide. & Winimum 18! setback
and include an additional vow ofF trees on
He \oui\dfr@' side of the sidewalk. The
alternate bui ldmg line. may be ivﬁ'evmpkd
to create plazas, ppen spaces and courtyards,
The pedestrian environment can be evihavead
by \oa;‘rivg.r parkivg behind Hhe building and
by Wovidiyg sate and attrachive *Hrtrc«gh——-
cirewlation for pedestrians.
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WINBROOK. URBAN DESIGN GUIDEL)

"BUILDING ENVELOPE

Buildigz envelopes define The Yerﬁ.feél and horizontal o
Consistent yelationskips between Hhe Shreet and view buildings. resutt from

the spplieation of 4V building envelopes. They evsure. that new developrverss

oooooooooooooooo

e compatible. with surrounding neigborhoods by providiyr adequare
it and air for wearby shuctures and adjacent streets Forcel by paeel
pulding envelepes are jndicafed in the Functional Plans aud Sechions.
Cuaracheristic. elements are embedied in the accompanying lostratior
mddescrighons. S

]

o B % Building Envelope. 1> defined by & combinahion
& the Following reshrictionss 7
i o height of building —
| fayback plane S I A
distunce. between buildins and lef lines (sethacks)
. S | distance. between buikding and streetbuid-tobigzling)
'?:—““{rﬁ%:%i%%%ﬂs distance between adjacent buildings -
— solar access requirements .

 maximom FAR.

residential density

permitted vses

- required open sFac;e, on the ot

s | DESCRIPTION

e

& L ] ® ® L]

A dypical example. of the buildins envelope.
Saows twe Front o the buildigs(Plane®
riging verfically from the build-To line or building
line. To & height & 75! The area up to 75 may
contain dfice vetail or residential;and no portion
o the building face. may pencirate this plane. Tlane
_ — | 2 is referred Yo as e layback plane avd rises
B DN o 2 2 45° angte from the top of PlaneA (75), This
N avea 2bove 6 may contain only residences and wo
rorkion o the puldig may penelrate the layback. plane.
. T vk (Plare ) represests The maxioam bt oF
oy resiteshid building i The Twinbreok Metro Area(1o”

- .~




— RPC BASE ZONE

S Commercial and residential bulldins envelepes
ER PRy are limited in height to 35 No sefbacks
TR /'<}‘)/ Hom the side or rear lot lines are
\i/T required unless residential land abuts
=g e adjacert Lot Tu that case, the
N s e setback st ﬁtﬂ the building heiglt
oF the taller structure.

- yack ZONE: BUILDING ENVELORS

] R¥C OFPTIONAL. METHOD ZONE:

| TWINBROOK. AETRO AREA

L Commercial building envelopes =hall be
f liited 1n height 1o 75! The hepght o a
B residential buildiys is also limited to 75
? ) where. % is coincdent with the bulld-to

_or BT R live or building livie | however it may
OPT METHOD: METEC AREA exkend to a Veight of 110" if it does

© MERCIAL BUILPING ENVELOFE[ net Fcy\eiﬂfa{’c, e lé\//lﬂack ?\aneﬁ—w& wo

drawings to the left illushate the \aui)dirg
i cy\vglom Lov commercial and residential
' structures in the Twinbreok Mebvo Area.

\

[y
||
l' T BUILD Y LINET
,' < or BUILDING HINE .
|\ OPT METHOD:METRO AREA

t?&‘z\%N‘ﬂAL BUILDING ENYELOPE

RFR ZONE-

The buildiyg envelope for the KPR Zone
gllows new residewtis| development 1o relate well
to existing residewces on the westside of E.
Jefevcon St. Buildings shall lie within an
envelope defined by a heg&«t setboack plane
hat 1o measured From the cevberline. of B
Teflercon Sk and rises at & 4% angle to

2 hejghd oF 1o

AN
10?/ \
o
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achieved by lini

OFWV‘”C Sin Qrdiw@; and Aciess Mangfement Tlan.

WINBROOK_UEZBAN DESIGN GUDELINES
FOCKVILLE. PIKE STREETSCAPE.

Povide & consistent visual image alons Rockville
Pke. A Plekasantrpecierstriaﬂ evironment can be

wg‘{‘lrestraa‘c level with avcades and retsil stores that

adjoin the sidewslk and by following the Strectscape Requirements, City

BASE LEVEL DEVELOPMENT
The streetscape treatment includes a.
landscaed berm with drees at the read
cdpe, 2 &' wide concrete. sidewalk and

a service. drive.. Maintain the build-fo

line. at a distance of 136 fromthe

centerlive of Rockville Yike to provide &
consistent visual imapge. Street treesshall
be & wminvaum 25 inckes in caliper, 15"
high ,and planted vo more-than 20' apart.

it
T T gL

oA R AR

s st

OPTIONAL METHOD PEVELOPMENT
Tn addition Yo the MMM~ Te4quireneis
stated above , optional methed developyvewis
shal include the following S
. splash Wock af Reckville. Tike. curp edpe.

- London walk pavers

. additional berm \aV\dsca?'ag |

¢ Lree bed with landscaping &t buildiny edse

ams 1L

\\‘



-

.45

I008AR1000060080890RRRAIINNAIE 111ERN

195

- ROCKVILLE  PIKE.

ROW

BUILDING ENVELOPE . |
BULD-TO LINE.

PAGE LEVEL DEVELOPMENT
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| ;T\NINBROOK URBAN DESIGN GUIDELINES

PUBLIC PEDESTRIAN WAY

OO OO0 O Frovide a public pcdcs{*vian way allowins HAfoué‘ln--

site cireulation accessible o Hhe public.. Ovriext
| vetail vses to pedestrian way Yo eunliven the circulation voute . Tedestrian
4 ways , enclosed or open {o the sky, are enhaviced by vhilizing dreades.,
olovnades , awWnivs, open spaces | plazas, entrance. lobbies , landecapivy,
and public amenities. All of thece elements are not cxped’cd }o ke Used
concurrently, rather e followinz examples serve as & cataledue of

Aevices that lend an appropriste. scale to ground Hoor retail vses avd
cyeate a weore p\ﬁasamt pgdes*riam enviroviment.
“ BASE ELEMENTS
| a 0y 4 The. Poblic. Yedestrian Ways govn‘de. a
X e 2 pleasant link between the Metro, office,
. KRR R 7 vetail establishiments and the surmoundigs
i o " [ 4 residental areas, Lecate vetail and
g commercial achvity adjacent tothe
| vedestrian way o enliven the =pace avd

g
Dljlh T v e s
Plant =treet trees and lamdxapivg .{vx

or adjacc‘/d’ ir the F&:‘\cshﬂ'av\ way v
accordance. with the following devices.
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ARCADES AND COLONNADES
Furnish @ continvous covered passazeway
to ?rovide, weather pmi'@d’ion i ivclement
weather. Arcades way be added +o
cx{s‘h'vg' buildings or may be incorporated
info the desigin of new buidings. Desipn
arcades with a winimum depth of 12/
and a winimom height of 12 not +o
exceed two stories,

AWNINGS

Tn locations where building arcades ard
colonnades are wet provided, awnivigs (vay
ke veed Yo enliven hisn areas and
sidewalks, The vse o bright fbric &wnig&
over entrances and alons walkwa
enhances pedestrian comtort and creakes

visual witerest and vi’ra\ihf,

GROUND FLOOR USES
Locate ses at the ground Cloor which
generste a hizh level of pedestvian activny,
Provide readily accessible. s and services
such as vefail stores, restaurants, sidenalk
cafes, kiosks and other services which
geverate interest and enliven the Strectscare.
The desizn of ground Lleor facades(with
vehail and commercial vses) should ke
treated differently Brom upper stories(with
Mce and residential uses) in recgBnition
oF e different activities ocerTing at e level,
105 @
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LANDSCAPING

Landscaping adds significantly fothe clcuali{-y
ot e environmext avid inc! stree:
trees, ornamenta) planiipss, hedpes and
vegetation for \mfGErirg 2nd screcvx'lg,
Landscapivg scftens buuldi@ wass and hard
edpes, provides camHnuH—y between different
developments  and defines walknays, open
spaces, avd epecial areas such as entrances.

s PUBLIC AMENITIES

ke S Fblic amenibies such as artwork , kiosks,
water featuves, street Furniture, and
atvactive l'\guﬁvg defines and enriches the
Pedestvian Way. Desipn these amenities ds
part of the pedestrian space so as net

Yo Jnterfere with pedeshrian ymovemend

BIKE FPATHS
Bike pa*H/\s pmvida an alternate. mede

of Franspoctation and should be at
least 10" wide and scpara‘f‘sd Srom the
Fedestrian Way by either pollavds er a
continvous  landscape  strip.

v
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OPEN SPACES,PLAZAS, COURTYARDS
The. walking ewironment is enriched by
locating open spaces, plazas and couvt-
yards Slonz the TedestrianWay. The spaces
are defined by the strength of their edzes;
the. desin should aveid weak edpes that
create. amprphous spaces which lack focus.
Swecesstul open spaces are defined on &t
least tiree sides with buildings, walls or
landscapivg. Space definition and focus
within open spaces ave created by the ve¢
of lardecaping and public. amenities,

LIGHTING

The Bdestrian Way should be adequately Iit for
preater safety avd security , and to improve.
pedestrian orientakion and visibility. Coordiveted
Bixtures contribute. Yo the creation of 2 wnified
ard pleasing a?x;zérarce,)grd sheuld be
Gecorative Wherever possiple
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TWINPROOK URBAN DESIGN GUIDELINES

HALPINE PROMENADE

- v 71 VA 74 71 7 1 Frovide a contin 25 publi lestria
7 787 R % vous public. pedestrian way
%) ) @ 4 on the north side of Halpine Road as outlined

below. Establish a strong pedestrian connection between the
Twinbrook Metvo Station and Yhe commercial and residential nejhler—
hoods west of Rockuille, Plke, by creahivp a handseme walkway

\ied with shops cafes, arcades, landscapivng and public. amenities.

[ J ELEMENTS OF THE PROMENADE.
o 7 The Z5' wide promevade. includes a 5
planting strip, a 10" landscape feature,
(oce below) and a 10" minimum
sidewslk. Adjacent 1o the sidewalk Is
3 continvous arcade with retall vses
oriented +o the arcade..

LANDSCAPE FEATUKRE

The landscape feature includes a vow of trees
Yt may be interrupted fo create seativg
nickes and otner 3paces for pedestrian -
apenities. Yavyivg the width of the landscape.
Leatvre can create these 6?(5(8\ areds or
1o focve on specivery plantiyss. Provde af
least 0% oF the 38«\:1@;& featvre with

trees, ground cover and Flowers. Ad\')acewﬁ’
lo the landscape, featuve is the ©' tvee
?18%HV\E S‘h’l'p that occors on a” S%Yc,d’s '
Hoe Twinbrook Metro Avea .

108
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ARCADES AND COLONNADES

Frevide 2 continueus covered pssageway
for weather protection in inclement weather
Locate arcade adjacent to sidewalk. Desin
arcades with a mivimum depth of 12" avd a
minimum height of 12 not fo exceed two

stories.

OFEN STACES, PLAZAS, COURTTARDS
The ?romexzade. is enriched by lecating
open spaces, plazas, and courtyards  alony
the pedestnan walkway and arcade. The
open spaces provide sreas for sidewalk
cafes and other points of fecus alonz
e walkway. The buildg live may e
nterrupted as lovg as He continvous
arcade i maintained.

UBLIC AMENITIES

The promenade is enriched with amenities
such as art work, water features, street
furnitire | aHrachve lighting and special
paving treatment. Desgn these elements
2s part of the pedestrian space zo0
as not o inferfere with F(cl&hiém

movement,

GROUND FLOOR. USES
COrient vetall uses Yo the arcade to create

| /} _ & high level of pedestrian activity. Tue
g D L design of ground Fleor facades (retail/com-

o 1 mercial vses) should be treated differendly from
- 5! Lpper stories (ofice/ vesidewial v=es) n
%@%ﬂ | E%]; H yecognition of the different activitics
i? e cccorring at exch level,

—
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TWINBROOK. URBAN DES|GN G UIDE LINES
GRADE SEFARATED PEDESTRIAN CROSSING

———— Sma— —— —— p—

[ | Enclosed pedestrian ways Hhat cross above or
T T T T T bddew public and private veads may be
rovided. An uncbstructed walking avea at least |Z' wide. should
designed in a style and charadter consistent with the
connccﬁw&buildi ngs. The Crossins s not a mandatory requirenent,
however Gty encourages a continvous passdpeway to facilitate
Fedcs’rriaw movement,

OVERFPASS

An Overpass s a pedestrian \aridgc,
Connecting buildinss at the second
fleor, and is reached by escalatore
frem the grourd. Tt may include

‘ achivities suchh as retail stoves éhd
censradl £ cafes,

. N
110 e
1\.7 RIS



TWINEROOK UREAN DESIGN GUIDELINES

VEHICULAR ACCESS TO PRIVATE SITES

Vehicular access to private sites s provided by
_ﬁ E_ private. drives From public ways. Guidance. for

e location of access pints is contained v the Functional Plans and
P Access Manggeweut Nan. These points of entry are based on the
@o\lowfvg criferia as adjusted for actval conditions

RANGE OF VEHICULAR. ACCE=s
No vehicular access showd occur within
750" of an intersedion vior within 100’
of another point of vehicular gecess.
n order o improve fraffic operations
and zafety, the number of vehicular
Access Foiw}s shall e |[imited. The
aliphment of vehicular access wmust be

coovdinated on both zides of the radway.

RIGHT IN-RIGHT OUT CURB CUTS
Access to and from sites via rgkt
turns s ewcoursded, The locations
mdicated arve A?Pmimﬁe and actual
location will be based on sa\cd'\/ and
efficient tyaFhie o?eraﬁoms,

111
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TWINBROOK URBAN DESIGN GUIDELINES

PUBLIC ROADWAYS

Vehicular movement is enhanced By improving Hhe existing raxdway
network in the Reckville Pike Corridor. These iV‘f\PYovemc'vf\st?fcv yeore
options, o metorists increase the eficiency ot locel cireulafion, improve
sccese o properties, and decrease utersection conpestion. All devel—
cpments within the Rockyille ke Corrider thal dedicate & public
vight of way or easenment \Cor*'improvewawb shown 1 the Flan way
elude the dedicated area in the. net lot area for the purpese of
caleulating FAR. The. following yexdway standards are rcfﬁug,/fd for

dedication and  construction of hew roads W the City 1

- ARTEKIAL | |

~ Arterisl roads are built ina-
right-of -way at least 120 wide,
containing two Z4' paved zechions:
separated by a4 median strip.

Cuvbe, gitters, sidewalks, )@Hga‘r&

laMsoéyMé’aBdMus& be F{ovided. .

BUSINESS DISTRICT
Business district roads are
buitt n a right-of ~way at
leagt 7o' wide, containivg =
48' pavevnent width.Curbs,
gu‘f’ftré, sidewalks , 1@‘“’\%’ and
be.

[andscaping also must be.
?ro\!icieda/‘ :

PRIMARY RESIDENTIAL
frirmary vesidexhial yaads are
built W a righkt-of-way at
teast 70" wide containyg &
mivimum pavemext widhha of
2e} Lor vehiadar trafic. Currs,
uPere, sidewatks  lighting ang
%&vm?‘xﬁ' also mvgz\}’ ;tg?m'féeéa




TWINBROOK URBAN DESIGN GUIDELINES

SERVICE DRIVE

vice. drives ave designed to separate lecal traffic. from thvoysh taffic
ng Rockville Pke. The service drive evhances< 53Fch,, and acc:ssibi\ﬁ}/
evabling motorists to btravel between vearby businesces and to exit
arkivg areas at planved infervals. All developments thal dedicate an
pasement Jor e service drive way include the dedicated avea in +he
et lot area for the purpese. of caleulabing FAR.

DESIGN STANDARDS

The service. drive, provide 2 conveuient
eystem to ensure fee circulaton oFf
vehicular trafic and can function as a
well-defined parkiys lot aisle with head-
N Fa’rkiy\% ?ermiﬁcd on both =ides. The
ccordinatred a\igm ment between adjaceu{'
?YO‘FCY‘HCS increases itz Funchonal
&@u’eua/ and its value as avi oygamizimé
vigua! element. The width of the servi
drive. way ot be less than 75! The.
location of enbrance and exit driveways
=hall be in substantia] accordance with e
Reockville fike Access Mavsggemehir Plan.

P
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TWINBROOK. URPAN DESIGN GUIDELINES |

ACCESS WAYS

S G. 'O & Scyarafg non“——co:m?aﬁb,le, uses with a two-lane.
o O o & access roadway lined on beoth sides with a
conkinuous row of brees. Access ways provide a transition betwesn
(esidential and mixed use zones and cresfe privacy for the
residential units by screening commercial and retail-yees.

B The voadway allows velicular  access
¥ - to the. interiov of the site , and extends .
. pleasan® pedestrian env ronment
beyend the Halpine Promenade.. Buler Lane
mcludes a 25" fwo-lave voad, Flanked
om bt sides by 10’ continvovs landscage
o svivs with treegs and on the side of the -
= Yesidenhal devel evd’, a5 wide. e~
lined sidewalk. A wminimum 15’ setback
ists on both <ides of the easewext,
If on-prade parking i placed within
the éeégck area- \f wmust mcude &
contivous ree bed with additional
landscaping st the zidewalh <dse | as
well as all screewing :fer‘}'al'nivg o
pekiyE \ots. T T

ANy e




ACCESS EASEMENT

The voadway allows vehicular and
pedestrian access Yo the interior of the
sife and frovides & transithon between
residential and commercial mixed uses.
Access escemient uclides a 25" two-lane.
roadway , Flanked on both sides by 5!
continvous landscape strips with trecs,
and a 10" sidewallk on the south side.
No setbacks from the sidewalh are

rcv[uir‘cd , Wowever i one is provided it
shall be a minimum of 18’ and include

an additional row of trees and lawdsca‘wﬁ
adjaccvﬁ' o view bu'i\ditgs. -



TWINBROOK. URBAN DESIGN GUIDELINES

Parking stvuctures should e sensitively designed Lo assure. the hanmoniow
integration of cach facility with Hhe adjacent commercial and residevttial
dgvalo:pﬁe,nt, aé’_‘ thu as wﬁH'\'\ its ’na.‘*'ura\ euvironment. A sense of

y(g’,ujl"— h;rmonyc,an \_x',nc\/\i'cVeA H\roug\q Hhe use Q?_,wmﬁpaﬁbit
wmaterials, coordinaed landscaping and screening’, approprate. boilding

color, censitive lightig and sgv\.:g‘c., and the desigv of velated amenthes.

GROUND FLOOR USES

The effect of parking structures can be
minimized by f\advg rekail use. alows the
TR et frotpe. e oredtes et and
o, ~] ity &t the ground Floor wheve.
1= pedestrians and motorists are located. -

FACADE TREATMENT -
Tarking shructure £acades should achieve
the same hi walihy design and appeavarce
as the bui\d%%eylewc.gmm'mimizi He.
parking shuciure's uhlitarian appearance
by ufilizing fiechve design treatens
such ae colownades , arcades AWNNZS,
rect furniture. and other public amenities.




LANDSCAPING
Where ground floor vetail is inappropriate,
We vse of landscaping is effechve in
Softenivs havd edges and wimw\izl\g bulk.,
A structure wmay be set back from the
building line to allow for an addifional
row of Trees berms and planhygs. If
constructed at the building line, the
appeavance may be improved with planters
and sched-back vpper Deers. Opemivgs Lor
vehicular access should avoid Cressivg majr
pedestrian paths and are subject o review
by a Desygh Review Board, and must conform
vﬁ/iﬂaﬁe Reckville Pike.Corrider Nejghborhoad
an.

FARKING STRUCTURE HEIGHT
The height & parking structures Should be
V‘AM%Y\AIZ&A) €s?edal\v’4 at the stveet tfd&%.
The hejght of parki s facilities thatare
Elaced at the street edme. should not exce=d
5' above grade., and will viot be elizible.
for the addibional building \Aeigt\t avallable
in the Oph'om\ Method &éiavc\opmtn‘t‘. TF
a structure s enclosed within 2 bui\dirg
corplex and not visivle Fom the shreet,
e building heiglt vestrichion is T8/
Underpround levels are encourgied Yo

WeYease, farkivxg capacity,

M7 0
{1z



TWINBPROOK URBAN DESIGN GUIDELINES

PARKING LOT TREATMENT

Varkhg‘ lte should be =creened Srom view Srom Fub\io roacs avd adjaczvft
residenhal or developed areas. Bvﬁri?’ and screeniviy’ shields msgtsﬂy

areas ard ?svk.cd cave, defines specisl areds, creates atrvacHve.

views and provides 2 cohesive transition between non —similav

UsSEeS.

PARKING LOT EDGES

Farking lots ad J.’lcewk o Fub\\'c, Y@A‘}‘g—
of-way shall be screevied with evepteen
plantings, ground —covered berms or walls
ot least 2.5 feet nigh. Achieve at least
5% continveus oFacH'y Yo soften the
vieva! LW\Faci. Farking bts adjaccni'«b or
aypos\'i—c, residentially zoned or developed
1ord shall be screened o a hejght of
5/ with evergreen plavm’n‘wgs, walls or
carth berms achieving 100% opacity,

PARKING LOT INTERIORS
Deciduous trees should be vsed '

arcing lots o relieve Hre wiohotony of
Eﬁ,réc P:.ved masses.'ﬂ’ce,s anmm& approx-
imately 20 apart continvovs bede oF
ground cover provide an overhead canopy
and define the space by direchiv® the line
of pedesirian and vehicular wovemexT,
Watkways should be separated Prem vehicular
traffic. by elevation, |andscaping or curfece
Festmente such as brick pavers,Flatstone,

or other sate and shvsctive. matrerials,




. _TWINBROOK UREAN DESIGN GUIDELINES
LAND%APE SCREENING OF
. NON-sSIMILAR USE<

% Plant 2 continveus row of coniferous (grerpresn)
trees between ven-asimilar vses. The landscape
o provides 4. Lransibion between different

Vacy, screens uvxs\g\cHy greas and defivies cial areas. Trees at the
A P\am’ﬂvg shall be a minimum o 157 hizh with at least 75%
"':_’(.!MUou‘; opacity , planted m 2 digzenal grid.

zones , Credtes

NON- SIMILAR USES

All deve\opme,vd's W tie Twinbreok Metro
Area shall Prowdf; ::cfce/nmg between
novi— similar uses as shewn m e

Fundﬂona\ Plans and Sections. Tuese nclde:
residential / retail

. vesidewhial/ office.
. rcsideuﬁa&/major road
Metro tracks/any use
as otherwise. wmdicated on Tunchona)

Plans and Sectons
A SCREEN RETAINING WALLS ¢ FENCES
A z’r}oz’ Plant, a continvous \and%élfe =creen
e T Sront o rlainiy® Walls and femees 1o

cHlev the vasz and hard edres. Trovide

7590 ity in a continuous oW o
/;Jraé‘g p\aw\‘ivg’.

i



TWINBROOK URBAN DESIGN GUIDELINES
SOLAR. ACCESS REQUIREMENTS

In order to minimize the impact of tall buildigss on residential strudvres,
no wildipgs may cast a s hadow on adjacewt resideutial structures
between 108w and Zpm a5 cakulated Tor Dexember Z1. The shadows
Froduced on December 2| ave te longest o He vear ard compliavee.
Wil result in lesser impadte during e remzinder of fhe. year.

— | SHADOW STUDY

A <hadow study 15 perFomcd Pdrdcwbpmenfs
that may cast shadows on residential
shuctures, The, shadow study follows the
Jre:chniquc vecommended for solar path diagrams

;ﬁ\ in Avchitetoral | , T
| ) o Edition. This study should 1dicate. the area
\_/- Rear LoT LNE where dadows will all belween [0 a.m. and
i J Zp.m. on Decevber 2.
< ] RESIDENTIAL TOWERS

N Widely spaced {owers are exempt fiom

N the solar access rggulationThs (& due.
Yo the omall footprivt of a Tower that
resulte v a Hhinner shadow which vvoves
across Hre property quickly, much like a
suvdal. A rasidevxh':} tower 16 covsidered
Yo ke, a building where Hie widt is ot

mote. Yaan 10% greater Yhan the depth
or vice vera. “The ceperation between two
Yowers mud be ot kast equal fo e hejoit
F the taller shwcure for them 1o b
“widely spaced?’

1 2;0/_‘ I
] Py

L
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GENERAL APPLICATION

The accowxﬁamyi g sketches illustrate. e
ggv\era\ application oF the Selar Accese
K:quirc_mcvct. The drawi wp to the left illushates
e maximum height Permiﬁcd loy the. |
shadow ordinsnce. 5 this approxinates a 20°
angle originating From the average residewhdl
buildivg line. Compliance. with the ordinarce
impacts the design of tall buildiuzs  especidll
" g\éht of the g:i‘ldm ewvelopc@jép—my
required by the 45° layback plane aleng
Rockyille. Fike.

TWINBROOK CASE STUDY

The Twinbrook neighbvorhood wis selected
to test the effect of the Solar Access
Kzﬁuiremevﬁ'&. Ten areas were desjpneted
for study and the avergge. distance of
e avea's hovees Srom the rear lof live
of adjacent comnmercial rhes was
determined. A solar path diazvam for
40° N. latitude. was ukilized for the study.
Reckville lies at 24'15, which resulls in
shorter shadows. In prachce | the individual
shadow studies will produce. greater
accuvacy.



ATTACHMENT ;

<L
City of Rockville
MEMORANDUM
August 26, 2004
TO: : Bob Spalding, Chief of Planning, AICP
FROM: Randy Clay, Planning Technician RE&-
SUBJECT:  Sidewalk Design Standards
BACKGROUND
The Mayor and Council have raised concerns about appropriate sidewalk standards for the Town
Center. Staff has conducted a survey of recommended sidewalk standards for mixed use
commercial arcas 1o provide background information for further consideration.
The survey includes recommended standards from nationally recognized experts such as the U.S.
Dept. of Transportation, Walkable Communities, Inc. (Dan Burden), Duany Plater-Zyberk, The
Institute of Transportation Engineers, and American Planning Association. The survey also
includes standards from other urbanized commercial areas in California, Oregon, Virginia,
Texas, Georgia, Massachusetts, Washington, and Washington, D.C.
The following 1able includes the resuits from individual sources:
Comparative Analysis of Sidewalk Standards
Commercial and Mixed Use Areas/Major
N Pedestrian Corridors/Urban Core/Urban
Developed Area Classification Center Business District/Transit
Corridorleqwntownsz own Centers
Pedestrian Travel Zone
Desirable gftto 37 1
Minimum EflitcEft
Street Edge/Sidewalk Zone
Desirable 6ftito10ft
Minimum 3ftitod ft
Building Frontage Zong
Desirable 610108
Minimum Sinte2ft
“nata for this study weres compiled from guiceline, ordinance, and regort materials. .
A cross section of government agencies from eight states, research crganizations, /5 3‘
!f.",d varicus medie publications comgensa he seurce maierai used in the Snal analysis. | [ 4;

™

/‘

——
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This survey supplements the Strectscape Elements Survey (Fall 2003), which provided examples
of both street and sidewalk dimensions in nearby urbanized arcas. A copy of this survey is

attached and includes new material from this study.

SUMMARY OF FINDINGS

The below ﬁgurt?s.illustrate the concepts of passive and active space incorporated into the design
of sidewalk facilities. By applying three separate zones, arcas are created for pedestrian travel,

rest, and socializing activities.

Buiding
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Pedostrian
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Lidewa'l wrrder

&4

Sources: Pedestrian Facilities Guidebook, Washington State. Portlond Fedestrian Design Guide, Portland, Oregon.

The study uses an urban classification system 1o group standards based on the type of uses
supported by the streetscape. The findings reflect the need to separate public sidewalks intc
functional spaces as they relate to three independent zones. These will be referred to as the
pedestrian zone, the street edge and sidewalk buffer zone, and building face zone. The attached
1able detzils the standards identified by design experts and in various urban areas.

The widths of sidewalks in mixed use urban arcas between the curb and building face range from
8 feet 10 37 feet. However, most are between 10 and 20 feet. For the unobstructed walkway, most
pedestrian zones range from 6 1012 feet. The majority of zones buffering these walkways from
roadway range from 4 to € feet. Additionally, space directly fronting & building edge can range
anywhere from 5 inches 1010 fect depending on need. Collectively, these figures describe
standards for an overall range between 10 2 to 28 feet be used in design of sidewalk facilities in
urban areas with & more common range yielding between 10 and 20 feet as mentioned above.

A brief description of each zone follows:

PEDESTRIAN ZONE

A pedestrian zone acts as the exclusive walkway space for unobstructed travel and serves the
mobility needs of users. At the very minimum, widths of 4 10 6 {eet were recommended in the
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study and reflect 34% of sources surveyed. Sidewalk widths of a minimum 5 feet were cited as
necessary to accommodate the trave] of two people walking side-by-side. In most accounts,
where pedestrian activity is more intense, the nced 1o establish even wider standards is noted. A
range of 8 feet 10 20 feet reflects this need among more intense urban land uses and accounts for
61% of urban areas in the study. There were also two outlier figures of 30 and 37 foot sidewalk
widths. Total sidewalk widths bejow 8 feet are typically ocutside of major mixed-use commercial

areas and are included for reference.

STREET EDGE & SIDEWALK BUFFER ZONE

The street edge and sidewalk buffer zone serves o create a barrier between roadways and
pedestrian wraffic. Passive activity areas may be carved from these areas providing opportunities
for rest as well. Based on minimum and desirable width figures, 76% cf the survey recommend
allocating four 10 six feet of public space to this treatment. Benefits sited for its inclusion range
from providing 2 higher level of comfort for pedestrians to sighting of pedestrian obstructions
such as light poles, road signage, and bus shelters. These spaces are also mentioned as ideal for
snow storage as well as aid in the prevention of pedestrians being splashed with elements within

roadways.

BUILDING FRONTAGE ZONE

A building frontage zone allows the opportunity to project expressions of retail uses beyond the
building face and into the public realm. The survey reflects a growing focus on the separation of
this area. Two interesting standards emerge. First, a minimum width of 5§ inches to 2 feet can be
used to achieve the purpose of the zone. Second, where it is desired, these widths can range from
& 1010 feet. These dimensic -~ ..d be utilized for the locaticn of outdoor cafes or vending
operations. Examples are illustrated in the accompanying attachment.

Further, the survey alludes to the flexibility built into the placement of each zone. A hierarchal
balance within these public spaces is achieved through the location of each zone in the most ideal
right-of-way. This characteristic allows streetscape design to adapt 10 the many constraints
imposed uporn specific sights. The recommended ranges between minimum and desirable
standards for each zone further reinforce this trait found throughout the survey.

Attachment: Sidewalk Standards Survey
Anachment: Streetscape Elements Survey
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' ATTACHMENT 1 ’S

CHAPTER 7

pedestrian Realm

To attract a diverse and concentrated mix of uses and foster economic

interaction among these uses, the city center must encourage pedes-
trian movement through the central core. Consequently, a key ele-
ment of revitalization planning is to establish an attractive system of

pedestrian connections.

Planning of the city center pedestrian system begins with re€:0gni~
tion of and improvements to the core area’s central spine—the street
where the greatest concentration of retail activity already exists and
where new retail uses should be located. But a successful central
area should have more than one pedestrian-oriented shopping
street: needed is a system of pedestrian connectors linking major

activity anchors to the spine and to one another.

Fipd el 285, Lk
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The primary elements of the city center’s pedestrian network should
be on the street, sharing the rights-of-way with vehicular traffic.
Developing on-street linkages is the most practical and cost-effective
approach to creating this pedestrian network because it works
within the framework already established by existing development
patterns, maintains business visibility, and eliminates the need for

street closures.

Morrisen Strzet, Poriiand, Oregon.

N\
//
[3¢]

RS ARSI RGRE i~V in) USSR

- ®



Establishment of a
high-quality pedestrian
environment along the
central spine of the city
center contributes o its
physical and economic
regeneration, In Chicago,
development of the
streetscape and seasonal
plantings on North
Michigan Avenue has
established a high-
quality image for the -
retait and commercial
businesses on the street.

Curdoor cafés enrich
and enliven pedestrian
walkways in the ¢ty
center. This street in
Toronto, Canada, shows
the ambience created
whorn restavrants are
permitied lo use &
portion of the walkway
for outcoor dining.
Maost cities receive
rental income for use
of this valvable public
space, providing funts
that can be used ta
maintain and enhance
the gedestrian realm.

Recause most of the city center’s pedestri-
an system consists of on-street components
using shared rights-of-way, the system
must be planned in coordination with the
classification of streets as the spine, pri-
mary connectors, secondary connectors,
and through-bleck connectors.

The Spine

In most cities, the central spine will
accommodate both pedestrian and vehic-
ular traffic; in certain circumstances, it

also might be designed as a transitway or
a pedestrian mall. In all cases, however,
this spine should be readily identifiable as
the city center’s primary corridor by its
concentration of retail activity and its street-
scape treatment. It should constitute the
central area’s 100 percent retail location,
stand out as the most richly designed
component of the pedestrian system,
portray the city’s central image, and be
the focus of activity.

Idcally, major anchors should be located
at cach end of the spine to maximize the
volume of pedestrian use along its length
and to create an attractive retail setting. In
larger cities, such a spine might encom-
pass a sequence of “anchor-to-anchor”
settings. The central spine should include
a balanced mix of retail, office, hotel,
cntertainment, and residential uses to
ensure a cycle of activity that extends to

-
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evenings and weckends. In addition, the
spine is the priority location for street
vendors, cafts, outdoor performances and
displays, and for special design compo-
nents, including paving and streetscape
clements, public art, and water fecatures.

Primary Connectors

The primary connectors are the streets
that scrve as major pathways for pedestri-
ans. As the name implies, they provide
the primary physical connections among
the city center’s activities and amenities
and, through their strectscape treatment,
create a clear visual structure for the cen-
tral area. Like the spine, they should be
designed to encourage pedestrian activity.
Primary connectors, in turn, can be the
amenity spines of subdistricts outside the
core, providing 2 catalyst for private
investment and new development.

secondary Connectors
Secondary streets, the remaining streets
within the city center core, usually are
used as service arterics, transit corridors,
and access roads leading to major parking

areas. Although they are less important far
pedestrian circulation than the spine or the

primary connectors, their streetscape treat-
ment should provide at least a minimum
tevel of comfort for people on foot.

Through-Block Connectors
Through-block connectors are pedestrian
pathways located at street level but off
the strect that provide shortcuts through
development blocks. They function most
offectively when they complement and
reinforee the spine and primary connec-
iors by running perpendiculzr {0 and pro-
vidiﬂg; links between them. Where the

development pattern creates long blocks,
through-block connectors can become
especially important features of the pedes-
trian system by adding to the convenience
of movement within the core. They can
also function as linkages between parking
and the major retail streets. Such through-
block connectors add texture, richness,
and diversity to the city center experience,
and also can expand the potential for
retail activity within the core by creating
new retail frontage.

a3

The central spine ¢an be
as vital in a small town
2s in the central area
of a large city, with
creaticn of 3 high-
quality pedestrian envi-
ronment stimulating
private investment in the
retail shops and store-
fronts in the commuyni-
ty’s town center.

The historic arcade in
Norfolk, Virginia, which
provides a through-
biock link between two
important streets in the
city centeg, is used by
many peopie to reach
their destinations in the
office district or on
the waterfront, Most
through-block connec
tors were designec as
retail arcades, but the
lack of adequate pedes-
trian traffic can make
it difficult 1c sustain
resaif uses.




This pedestrisn-onented
street in Dusseldorf,
Germany, Hiustrates
how simplicity and con-
sistency in streetscape
design tontzitutes 10 @
high-quality shogping
experience (above).
The streetscape ele-
ments, troes, benches,
and flowers are usually
Jocated in the curbside
planting zone so that
the amenities do nct
distract from the visi-
ifity and appeal of the
starefronts [befow).
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The primary considerations in designing
the components of the city conter pedes-
trian system are use of the streetscape to
create an attractive and comfortable set-
ting for pedestrian activity, appropriate
allocation of space to pedestrians and
vehicles in shared rights-of-way, and
creation of a positive relationship between
the street and the development that

defines its edge.

Streetscape

Streetscape treatment on the spine and’

primary connectors should create a uni-
fied image and defined visual structure
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g

i

for the city center, as well as an inviting
and comfortable pedestrian environment.
Simplicity and consistency are the keys to
design success: simple design concepts
executed with the highest-quality materi-
als hold up best over time in terms of
both maintenance and visual appeal.

The design of the streetscape should
emphasize the linear continuity of the
street space and enthance its potential for
flexible use. The streetscape should estab-
lish an attractive foreground for businessas
and a setting for other city center activity
by creating an environment that is visually
satisfying but that does not detract from
the visibility and appeal of storefronts.

Walkway Width ,

A walkway pavement width of 20 feet (six
meters) is desirable along the pedestrian
spine and prima tors. That width
provides for both a 12-foot (3.7-meter)
pedestrian zone adjacent to storefronts—
‘to accommeodate both window-shopping
and through movement—and an eight-
foot (2.4-meter) amenity zone adja-c—:;r-l—t-;o
the curb. A walkway 20 feet {six meters)
wide will allow scating, outdcor cafés,
and public art to be incorporated into
the streetscape without encroaching on
the pedestrian zone. Streets used for mass
transit require an amenity zone that is an
additional ten to 15 feet (three to 4.6
meters) wide to accommodate queuing
areas and shelters at the curb. Where the
potential volume of pedestrian use is
lower—i.e., secondary connectors or
streets in smaller cities—walks that are
more than 14 to 16 feet (4.3 t0 4.9 moeters)
wide can dilute the sense of vitality and

activity in the core.
ey




Walkway Paving

The use of special paving on the spine
and primary strects has a tremendous
impact on the sense of amenity and visual
richness. When used consistently, special
paving also provides 2 visual connecting
clement that reinforces the pedestrian sys-
tom. Although its initial installation cost is
higher than for poured-in-place concrete,
the durability and impact of special
paving make it worth the expense. It is
important not t0 jose sight of the first rule
for all paving: it should be walkable in all
weather for people of all ages in all types
of footwear; uncven paving, shallow

curbs, and steps can create safety hazards
and discourage pedestrian activity.

A single special paving material should
be sclected for use throughout the pedes-
trian network. It can be used on the full

_ width of the walk along the spine from

storefront to curb, or in the curbside
amenity zonc as an accent to complement
concrete walks on primary connectors. |
On all secondary connectors, plain con-
crete paving is recommended. Special
paving also can be used to define pedes-
trian crosswalks to make them highly
visible to motorists. In colder climates,
special attention should be paid to
whether snow removal equipment might
damage modular paving in the cross-
walks. The most successful pedestrian
crossings are those used throughout
Furope created with bold stripe patterns
applied to the street paving to attract the
attention of motorists.

Many cities have ¢is-
covered the benefit of
using concrete and
tiay pavers on city
center walkways. In
vrashington, (above)
developers are required
1o wse two-by-three-
foot (0.6-by-0.9-meter;
paving blocks when
replacing existing
poured-in-place ¢on-
crote. The scoring
pattern and color
used in the pavement
on State Street in
Chicage (left) is an
envircnmental ameni-
ty that encourages
pedestrian activity on
this retail corridor.




Wide setbacks afong
Pennsylvania Avenue in
Vashington provide
space for a double row
of street trees and sites
for street vending and

autdoor cafés {above,.

Parisian-3tyle benches
and colorful paving
add to the richness ¢f
this ceremonial street
{oricw).

Plantings

Canopy street tree plantings are one of the
city center’s most important streetscape
features. They creatc a consistent, high-
quality foreground for the motorist’s per-
spective and establish a sense of separa-
tion between the street’s traffic lanes and
the pedestrian zone. In addition, strect
trees provide shade, create 2 human scale
that tempers the large buildings, and
enhance pedestrian comfort without
obscuring the visibility of storefronts.

Although raised planters have been used
extensively to increase the sense of sepa-
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ration between the walkway and the adja-
cent street, they limit the amount of space
for pedestrians and the potential for mul-
tiple uses for the curbside amenity zone.
In addition, they can give pedestrians the
sense that the street is cluttered and add
to streetscape construction and mainte-
nance costs. For these reasons, their use is
not recommended unless they provide the
only way to create planting areas over
subsurface vaults or utility lines. If color-
ful floral accents are desired as part of the
streetscape, movable planters can be pre-
vided at intervals within the curbside
zone, but it is essential that an adequate
annual budget be provided for seasonal
planting and maintenance.

Street Furniture

The use of well-designed furniture
throughout the central area helps to estab-
lish a unifying theme. Regencration plan-
ning must incorporate criteria for the
sclection and use of streetlights, séating,
trash receptacles, newspaper vending
machines, movable planters, transit shel-
ters, tree grates, and vendor carts. These
criteria also should guide the design and
location of regulatory and directional
signs to minimize their visual impact and
enhance legibility. Also needed are criteria
that set standards for the use and location
of public art, such as sculptures, murals,
and banners.

Pedestrian-scale lighting, employing
12-foot-high (3.7-meter-high) light
standards, should be used wherever pos-
sible to cstablish a high-quality amenity
along pedestrian streets. These lower,
human-scale lights can be used between

P
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lights to provide 2 uniform illumination
level that increases security without creat-

ing harsh light or glare.

While ample, well-designed seating is
important in order to increase the level of
pedestrian comfort, the curbside is not
always the best location for it. Except for
bus stops and outdoor cafés, areas adja-
cent to the walkway but set back from
the street are more appealing sites for
scating than the curbside amenity zone.
As part of the design of buildings, plazas,
and parks, scating opportunities can be
provided using ledges, steps, low walls,
movable tables and chairs, and conven-

tional benches.

Streetside seating can best be accommo-
dated where the pedestrian amenity zone
allows sufficient space for benches arranged
perpendicular to the roadway. This arrange-
ment provides opportunities for people-

watching; benches facing away from the

pedestrian zonge and toward the street are

only useful for transit patrons. Simply

designed wood or steel benches that com-
bine comfort and durability should be
selected. If the funding is not available to
purchase the highest-quality benches, it is
probably best not to use them on the
street at all.
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In the 1960s, many architects and planners
believed that complete separation of
pedestrian and vehicular movement
would create the most attractive envi-
ronment for people and best serve the
city center retailers. Cities in the United
Kingdom, continental Europe, and
Australia developed dedicated pedestri-
an streets to serve their expanding city
center retail markets. In North America,
the pedestrian mall was introduced to
help save declining retai] districts that
were being outperformed by the subur-
ban mals, which offered pedestrian
amenities and free parking.

on
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The narrow pedestrian
streats in York, England,
(left) are inviting due

1o the scate of the space,
the presence of retail
shops, and the high
Guality of the historic
buildings. In Bayreuth,
Germany, {right) the
wide rights-of-way
provide space for pro-
duce markets, street
vendors, and outdoor
catés. The activities and
programmed events
that take place ir these
dedicated pedestrian
streets are critical to
their success.



The Third Street
Promenade in Santa
Monica, California, was
designed to emphasize
the Gualities of a tradi-
ticnal street, a sense of
hurman scale, and the
Jinear continuity af the
public right-ofway.
Thousands of peoplc
from the Los Angefes
area are attracted to
this high-quality pedes-
trian sireet that pro-
vides residents and visi-
tors with an interesting
mix cf retail and emer-
tainment choices.

But subsequent studies of how people use

urban spaces show that the exclusion of
vehicular traffic or the separation of
vehicular and pedestrian systems is not
‘hecessary or even desirable. Indeed, remov-
ing all vehicular traffic from selected strects
or giving the street over to vehicles and
creating a separate system of skywalks
for pedestrian movement can be counter-
productive.

Closing the city center’s retail spine to vehi-
cles and converting it to a pedestrian street
was an inadequate response to the broader
cconomic problem of how to strengthen the
center’s retail uses. The cffort often failed
not because the idea of enhancing the cen-
tral area’s identity as a place for peopic was
misguided, but because the basic concept
jgnored a number of fundamental require-
ments for city coenter retail regeneration.
These requirements include:

% new actlvity generators to draw more
people to the central area, establishing
a new base of market support;

4 a merchandising mix that is more com-
petitive with suburban centers;

% links among all the city center’s major
gencrators to foster market synergy
among uscs; and

«% street access and visibility, which are
eliminated when a mall is created.

Although the pedestrian mall concept
attracted shoppers, it failed to keep them
coming back because its land use and retajl
mix were weak. Many pedestrian streets
also failed largely because their design—
espedially in the earlier years—ignored the
special character of the urban street. Instcad
of emphasizing the traditional street's archi-
tecture, sensc of human scale, spatial enclo-
sure, and lincar continuity, the design of the
pedestrian street often took the elements
that characterized the public spaces of the
suburban shopping center—berms, infor-
mal planting areas, raised planters, fixed
scating, fountains, and play sculptures—
and used them to fill the street space.

Often, the scale of the pedestrian space
created by closing the street to vehicles

presented a problem. Compared with a

traditional shopping area, the pedestrian
street, when vehicles were excluded, seemed

to be out of scale with the volume of pedes-

trians, leaving it looking empty rather than
lively and bustling with activity. Many
pedestrian streets also failed on a more
detailed design level because they used
paving materials, street furniture, and plant-
ing approaches that impaired the space’s
flexibility for use for a variety of functions,
created a sense of visual clutter, and ignored

the goals of durability end maintainakility _
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The application of suburban design con-
cepts to city conter spaces was destined to
(ail because it did not recognize the essen-
tial characteristics that make the urban
street an attractive and social space. Most
LS. cities removed their pedestrian malls
when public officials and property owners
realized the need for accessibility and visi-
bility. This failure carries two important
lessons for designers of the city center’s
pedestrian system:

& [t is dangerous to import imitative solu-
tions unless the basic conditions that
contributed to their original success are
clearly pmsént in the city center.

4 The special characteristics and resources
of the city center can enhance its identi-
ty, its sense of place, and its competitive-
ness without such imports.

In the 1970s, a popular strategy to reduce
conflicts between vehicular and pedestrian
circulation in congested city centers was
the grade-separated skywalk system. This
proposed solution did not involve limiting
traffic on certain streets to give the pedes-
trian priority, but rather luring most of the
pedestrians off the street onto elevated
skyways connecting the upper levels of
the buildings. Grade-separated systems—
which can also come in the form of
tunnels—do offer some benefits that
may be difficult to achieve by other means,
incdluding provision of pedestrian safety,
as well as creation of climate-controlled
walkway connections, of particular value
in northern cities during the winter.
But the serious disadvantages of such
systems usually far outweigh these

This pedestrian bndge
in San Francisco was
designed to look like
and have the feel of 2
traditional street. The
introduction of café
tables and chairs and
colorful planters on the
walkway adds to-the
positive experience of
crossing between twc
second-level pedestri-
2n plazas. In tavorable
climatas, pedestriarn
bridges do not have t©
be enclased.



Most pedestrian brioges
have been constructed
o provide climate
controfled watkways
petween office and
retail development and
related parking. in Cedar
Rapids lowa, (right and
Minneapolis, Minnesota,
(below) the second-level
walkways are part of
a city conter skywady
system. These intercon-
nected walkways are
widely used in northem
U.5. cities, But they
have hurt street-leve!
retail business.

virtues. Among the disadvantages arc
the following:

@

Development of a grade-scparated sys-
tem almost always depends on the will-
ingness of private property owners to
provide public corridors between or
within their buildings and to help furnd
their construction. This frequently
means that key connections are not
developed in a timely manner and that
public access is limited to particular
segments.
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access to the skyway system from strect

level, the visibility of entrance points,
and connections between buildings with
different elevations. Without suitable
access, use of the entire system will be
limited. Also, escalators or elevators
must be provided to assist in making
vertical connections. A number of cities
have climinated their skywalks because
of the high cost of operating and main-
taining the mechanical systems associat-
cd with the escalators and elevators.

1t is extremely difficult to maintain the
architectural integrity of older buildings
when skywalks are added. Skywalk
bridges aiso block traditional view
corridors along the streets, diminish the
perception of connections between sub-
districts and anchors, and weaken the
overall visual integrity of the city cen-
ter's urban personality.

Skyway systemns can present security
proplems. Segments may not be visible
from the street and they often lack
active storefront uses, making them dif-
ficult to patrol and making it hard for
pedestrians to gauge their own safety. I
the lovel of security is perceived to be
low, people will not use the systom.
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4 The most powerful argument against
development of grade-scparated
pedestrian systems: they sap vitality
from the street-level environment.
Skywalk and underground systems
tend to siphon retail and pedestrian
activity from the strect, isolating and
ignoring the features that have the great-
est potential to give the city center a
lively atmosphere and sense of vitality.

i 'hless the intensity of pedestrian use and
:he potential support of retail expansion
7o especially strong, it is difficult or
unpossible to merchandise fully both at
/0 street level and the skyway or under-
~vound level. Grade-scparated systems
aitimately can undermine the goal of cre-
ning a better street-level environment.

. \ties that already have lower intensities
- street activity are especially vulnerable.
“ ven in larger cities, the volume of pedes-
".;an use needed to support continuous
.wlivity both on the street and within the
,mde—separated systems is usually found  view corridors along

R : important image strects
Ay in a small part of the city center. e impaired by

construction of a major
pecestrian brigdge aver

iwlead of separating pedestrian and a sireet right-of-way.
Thc bricge in Norfolk
.vhicular flows through the use of Sky- (top) and the eievated
. « . walkway in Ceder
walks or tunnels, city center planning Rzpids (above) cross
. : ; over important image
Sould eStathh an appropnate balance streets thal fmotcrists
~clween pedestrians and vehicles in the use fo enter the ¢ty
centor,

ocridors they share. This means giving
~riority to the pedestrian on the spine and
iy primary connectors while providing a
inimum number of pedestrian amenities
.1 all other streets within the city center.
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